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A Public Forum 


The Traffic Service Bureau through its organ, THE 
TRAFFIC BULLETIN, is trying to promote a free inter- 
change of opinion between all parties interested in the 
proper solution of the question of regulating transporta- 
tion. We wish to have the honest views of all reflect- 
ing persons who have something helpful to say and 
we will cheerfully devote all the space possible to this 
form of candor. 

This sort of publicity is a means of getting closer 
together, for discussion now has less of temper and 
more the expression of those who have been engaged 
in deliberation and study. To place these results be- 
fore the opposite sides interested in the problem goes a 
long way toward the discovery of a safe middle road 
between the two highways of radicalism. 

We in no way attempt to color or change the pur- 
pose of a contributed article and your agreement with 
or opposition to our private opinions is not considered 
in our treatment of what may be said by you. 

Our editorial policy only covers a sincere wish 
that we may so establish our intent to encourage har- 
mony as to secure and retain your confidence in our 
freedom from bias and our unwillingness to engage in 
subterfuge to bring results. 

Our columns are read by the very people whose ex- 
perience is equal to a broad and fair treatment of the 
many and perplexing causes of a disagreement. When 
these influences can talk to each other from a non- 
partisan platform, there is much hope in the progress to 
be brought about. 
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HILL AND THE NORTHWEST 





Factors That Have Entered Into Developments of 
That Section of Country—Ra‘lway Prob- 
lems Worthy of Discussion 





Washington, D. C., October 1.—One of the most ex- 
haustive and illuminating articles relating to James J. 
Hill that we have ever seen is presented by Allen D. 
Albert, Jr., in the issue of the Washington Times for 
September 26. It is a life story and breathes forth in 
clear and concise form the development of the great 
northwest. 

In some of the opinions of this great philosopher 
in the transportation realm there are principles set 
forth that bear so convincingly upon the present con- 
ditions and future possibilities that some attention in 
detail may emphasize the serious consideration they 
merit and will have, 

One is the extent to which combinations ought prop- 
erly to go and this is certainly worth discussion. If 
there are certain geographic lines at which traffic nat- 
urally breaks, -there is a logical reason for assuming 
that the railways on either side are best performing 
their functions by remaining under separate control. 
This would seem to promote more careful operation and 
more valuable knowledge of the territory originating 
the business on the part of those who serve it with 
transportation. Ir the relations of the east and of the 
west to each other, and taking a large view of these 
sections, it seems that Chicago and St. Louis are two 
important centers where the conditions beyond are so 
generally diverse in requirements that a. separate con- 
trol in the transportation facilities means both efficiency 
and economy. 

Under individual management there is, too, a 
greater possibility that traffic will be permitted to follow 
a natural channel rather than be forced by a common 
control of the through lines into arbitrary routes. It 
is a question of very serious doubt as to whether the 
extension of one man’s management over an unlimited 
territory means real economy in operation and it is 
certain that it expresses very grave possibilities of 
evil. The position of the Pennsylvania company has 
been, or was at least some years since, not to go beyond 
the Mississippi valley, leaving that section for the ex- 
ploitation of separate organizations. Character of the 
country, its products, climate, population and every- 
thing entering into the handling of railways suggest 
that common control has many arguments to refute the 
claim of evolution and economy. 

Another topic is the question of waterways im- 
provement as an auxiliary aid to the rail lines. There 
are certain practical channels for the prompt and ef- 
fective advance in this work and we are believers in 
Mr. Hill’s form of appropriation. There is great reason 
to believe that the expenditure of half a billion dollars 
by cash payments of fifty million per annum will cover 
the necessary work and avoid the careless use of a large 
appropriation secured by the sale of bonds. Such an 
enormous fund is not demanded by the possibilities of 
any early development and the temptation to experiment 
in unwise and impractical things is always present. 

Mr. Hill again calls attention to overloading our 
national credit—a subject seldom given much reflection. 
Yet it lies at the bottom of our stability. To be so 
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strenuous in our progress as to overlook the possibility 


of ruining our borrowing power is to forget that nations . 


have come and gone and that there are existing now 
those whose development is at a halt because of prodi- 
gality and exhausted credit. Conservation of resources 
we believe in most thoroughly and at the same time in 
the conservation of the government’s credit by not 
mortgaging the future unwisely. 

We telieve in some cases that credit being given no 
consideration has been the cause of railway difficulties 
also and some manipulators can properly read Mr. AI- 
bert’s story and by giving it a personal application help 
toward a better state of affairs. 

The great growth of the country the Hill lines 
traverse is found in the fact that, in so far as has been 
within the power of the directing mind, its needs and 
their prompt consideration have been the keynotes to 
influence their policy. There are, of course, some opin- 
ions of Mr: Hill with which men of thought are not 
altogether in harmony, but he cannot be regarded as 
other than the wisest philosopher in the transportation 
world and, more than this, a great publicist. He has 
never ceased to study his country and to regard with 
patriotism its future. W. B. B. 


Should Have Quotations Confirmed 


Harrisburg, Pa., October 1.—Before a shipper may 
base a claim for reparation on the difference between the 
rates quoted him by an agent of a carrier and those 
actually assessed, he must have his quotation confirmed. 
This is the ruling laid down by the state railroad com- 
mission in dismissing the complaint of the Garrett Lum- 
ber company against the Pennsylvania railroad, in which 
it was alleged that the defendant had quoted the com- 
plainant a certain rate and afterward charged a higher 
one on eomplainant’s shipments. 

In entering its order of dismissal, the commission 
said: 

“In eases where there has appedred no possibility of 
a doubt as to the entire bona fides of the giving and 
acceptance of rates, or an error has been made by one 
party in so doing without any occasion for the other 
party to suspect the correctness of the rate, it has been 
the policy of the commission to hold the parties to the 
contract made, pursuant to quotation. 

“But this practice does not prevail where any facts 
or circumstances exist to put one party upon inquiry 
as to the correctness of the quotation of the other. To 
hold otherwise would be to make illegitimate transac- 
tions, which would be exceedingly detrimental to the 
entire transportation business. 

“We, therefore, feel that, under the circumstances of 
this case, we would not be warranted in recommending 
a refund of the difference between $1.40 and $2.40 per 
ton on the shipments made. Where any occasion for 
doubt exists as to the correctness of a quotation re- 
ceived, the proposed shipper should have the quotation 
given confirmed.” 





WOULD RESTRAIN TWO-CENT-FARE LAW. 


Little Rock, Ark., October 1—The Missouri & 
North Arkansas railway has petitioned the United States 
Circuit court to enjoin the state railroad commission 
from enforcing the two-cent passenger fare law and the 
commission’s distance tariff of freight rates on this road. 
A hearing has been set for October 4. 
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DIVIDED OVER AMENDMENT 


Shippers Disagree as to Effect of Change in Law 
: Designed to Protect Contract Rates. 








In THE TRAFFIC BULLETIN for September 18, a con- 
tributor submitted the following amendment designed 
to protect the yearly contracts made by shippers for 
the delivery of goods f. o. b, destination: 

“Any interstate rate or rates, either class or com- 
modity, having remained continuously in force between, 
or from or to, specified points (said specified points to 
include such points provided for in mileage tariffs or 
scales) for a period of not less than five years, shall be 
held prima facie reasonable and shall not be changed or 
modified except upon approval of the Interstate Com- 
merce Commission, after a public hearing, and tne 
tariff or schedule containing said rate or rates so 
changed or modified shall be posted for public inspec- 
tion and filed with the said Commission at least six 
months in advance of the date upon which said tariff 
or schedule becomes operative.” 

Subsequent to its publication, inquiries were sent 
to various shippers in different sections of the country, 
asking their opinion as to the merits of the suggested 
change. Replies from several, showing a wide di- 
vergence of opinion, have already been received. It will 
be noted in the comments that follow that east, west 
and south are all represented. Opposition, as well as 
approval, comes from both east and west; while the 
south favors a change in the proposed amendment that 
would look toward the elimination of one of the features 
of the measure to which the Missouri river valley cor- 
respondent takes exception. 

Fears Restriction of Expansion. 

“From the standpoint of the shipper,” writes the 
latter, “these things suggest themselves: 

“First—If the railroad were bound by legal enact- 
ment not to change any rate that had been in force five 
years or more, except by the process outlined in the 
article, would this act bring about a general policy on 
part of the railroad calculated to prevent any rate from 
becoming five years old? And would it not be within 
the power of the railroad to .cause a must serious busi- 
ness disturbance by carrying out such a policy? That 
alternative would certainly be available, but whether or 
not it would be employed is a matter for serious re- 
flection. 


“Second—Assuming that capital desires to open up | 


a new manufacturing plant in a section of the country 
served only by classification and regular class rates— 
if you please, cement or gypsum works and many other 
institutions that are springing up every day in the west. 


‘Now class rates have been in effect more than five 
years, and it would require the good part of a year at _ 


least to obtain the needed rate changes. The new in- 
dustry might reasonably expect some opposition from 
those already in the business in other sections of the 
country in its efforts to obtain a fairer basis of rates; 
at least; that would be history repeating itself. So it 
looks as if it would be an almost endless task to obtain 
the rate changes necessary to give life to a great many 
new industries. 

“Then, assuming that the various manufacturing in- 
dustries want to enlarge and extend their business into 
other parts of the country, this means in most cases a 
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rate campaign. This condition is true with reference 
to practically all the commodities turned out by the 
big manufacturing concerns of the United States, where 
such commodities are shipped into country not served 
by special commodity rates, 

“J am frank in stating that I think the public gen- 
erally would find“itself surrounded with such fatiguing 
and expensive requirements that it would tend to dis- 
courage the development of industries already in opera- 
tion as well'as in the location of new industries. 

“Undoubtedly the intent of the amendment is to 
prevent an advance in rates, but it is so constructed, 
and I believe necessarily so, as to work both ways, so 
that in practical operation it looks as though the bene- 
fits would be materially modified, if not entirely elimi- 
nated, by the ill effect. 

“No doubt the welfare of the shipping public would 
be best served by a stable condition of rates. There 
is no industry in the country that needs this any worse 
than ours, as we are required, in the nature of our 
business, to make sales covering a long period of 
time. But, no matter how inadequate the present con- 
ditions may be, we feel that the subject is such a sensi- 
tive one that we should be careful to find a remedy that 
would be really beneficial, and I am frank to confess that 
I do not think the so-called amendment anywhere near 
meets the requirements.” 


Favors Protection for Year Only. 


Undue advantage to some is seen in the proposed 
amendment by a St. Louis shipper, who is, however, in 
favor of protecting rates for a year’s time. 

“It would appear to me,’ he writes, “that someone 
is trying to obtain an advantage for himself in the mat- 
ter of protecting contract rates. I am given to under- 
stand that there are rates now in effect, and which have 
been in effect for five years or more, which are not 
remunerative. I would like to see, however, a rate 
firmly fixed for one year—no change to be made during 
that period—as this would enable anycne to make a 
contract for that length of time, and I believe one year 
to be sufficient for a rate contract. 

“1 would also like to have the interstate commerce 
law amended to conform to what Mr. McCune suggests, 
as I believe his ideas are right in line. I have been 
up against the proposition myself of having had to pay 
for the railroad employe’s mistake in quoting me a 
rate both by phone and by letter and afterward crawl- 
ing out under the protection afforded them by the in- 
terstate commerce law. I believe that the railroad 
should be held responsible for the acts of their agents 
or employes, just as well as business men are held, as 
a railroad company is just one kind of a business propo- 
sition and should be no more exempt than any other 
business.” : 

Sees Detriment in Delay. 


“The net effect,’ writes the traffic manager of a 
Massachusetts jobbing and export house, in discussing 
the proposed amendment, “is to extend the present 
thirty-day notice of change to six months where the 
rate has been in effect five or more years. Admittedly 
this would prove advantageous to some, but to others it 
might prove a positive detriment. 

“As for the review by the Commission before ef- 
fective, the present arrangement brings the case before 
the Commission in the event of supposed discrimination 
and this fact operates to hold the carrier within con- 
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servative bounds so that the results differ but little 
in one case or the other. 

“For instance, as applied to the Missouri river rate 
case. It would hardly find the situation any different 
than it is. - 

“Again suppose a wagon-maker, . or other manu- 
facturer, comes along and wants to locate in a locality 
that is at the time and has, perhaps, always been on a 
mileage rate basis. It would be clearly a hardship to 
ask him, the railroad and the people of that town and 
locality to wait six months for a review by the Com- 
mission and, in a word, get the approval of every 
manufacturer in that line of business (for that is what 
it would come to), only to meet defeat in the end. 

“It is but a step further for one to see the Com- 
mission undertaking the investigation, holding hearings, 
etc., and finally ruling, as it must, for the advantage of 
the greatest number. 

“This is very correct in theory, but apply it to the 
wagon-maker’s case. There would appear the already 
large number of factories, on other roads, in other lo- 
calities, the great number of their employes, the already 
established connections, the great hardships (enlarged 
upon, of course) of new competition, as compared with 
the mere handful of people, the small capital anyway, 
and, after all, the small benefit it would be to the par- 
ticular locality, who were already having their require- 
ments met—a few perhaps at a small loss, but the many 
would be no better. 

“Because the Commission is national in its scope, 
manifestly it cannot confine its range of vision to one 
locality, one road, one factory; it must decide for the 
benefit of the greatest number. The little tocality would 
continue to be a little country station on the mileage 
basis of rates. The railroad would lose the advantage 
of an industry on its own rails and the people the bene- 
fit of competition, while the big industries and centers 
would greatly strengthen their position and thus the 
law would be made to defeat the very purpose for which 
it was intended.” 


Believes Change Would Bring Good Results. 

“We cannot see that anything but good could result 
from this amendment becoming effective,” declares a 
Michigan shipper, “as it would give the railroads and 
shippers sufficient time to present their respective rea- 
sons why an advance should or should not be made, thus 
safeguarding the shipper and insuring that only just 
advances would be made after due consideration by the 
highest authority on the subject in the country. 

“The effectiveness of this amendment would also 
give the shipper time to adjust his contracts accordingly, 
instead of being taken comparatively unawares, as at 
present; besides doubly ensuring that advances by the 
railroads in freight rates which have previously been in 
effect for five years or longer. could only be made on 
the merits of the case.” 


Would Not Restrict Reductions, 


“We feel sure,’ states a letter from Jacksonyille, 
Fla., “that an amendment of this nature would be of 
great help to all shippers. 

“However, we have a suggestion to make. ‘ The 
clause reads: ‘Shall not be changed or modified.’ It 
seems to us that it would be better if this were changed 
to ‘advanced. The shipper does not care how much 
lower the railroads make their rates, but he does care 
when they advance them.” 
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SIBLEY ACT CONSTITUTIONAL 


Endorsement of the proposed amendment as it now 
stands is contained in other communications received 
from various sections of tne country. 

“We are heartily in favor of such an amendment,” 
writes a large local concern. 

“I believe that the proposed amendment would be 
beneficial to all concerned and would favor such a pro- 
vision,” is the way the traffic manager of a well-known 
Pittsburg manufacturing corporation puts it. 

“Beg to say,” writes a big middle west lumber 
company, “we are heartily in favor of the amendment.” 


Soo Line’s Earnings Increase 


Minneapolis, Minn., October 1—An increase of $1,160,- 
232 in gross revenue is shown in the report of the 
Minneapolis, St. Paul & Saulte St. Marie railway for the 
fiscal year- ending June 30, 1909. Net earnings were 
further increased by a big reduction in operating ex- 
penses. In this branch a reduction of 56.3 per cent is 
reported. 

The total earnings for the year were $12,609,299. 
The net earnings from operations were $5,551,582, an in- 
erease of $1,275,820, due largely to a $115,588 reduction 
in expenses. “Other income” decreased, while taxes in- 
creased, leaving the gain in balance applicable for 
dividends $532,776, the total being $2,533,645. Regular 
dividends of seven per cent were paid on the preferred 
stock of the corporation and an increase from five to six 
per cent made on the common stock dividends. This left 
a balance of $937,645, an increase over 1908 of. $118,534. 
Deducting allowances for betterments, the surplus for 
the year was $587,645 and the total profit and loss sur- 
plus, $7,238,852. Of this over $4,000,000 was in cash. 
Over $3,000,000 was expended during the year on new 
construction work, 





—— 


Oklahoma to Hold Rate Hearing 





Guthrie, Okla., October 1—The state corporation 
commission has given notice of a meeting to be held Oc- 
tober 12, at which the question of the promulgation of 
a local and joint mileage schedule, to govern in the ap- 
plication of local and joint freight, passenger and express 
rates, will be ‘considered. 

In this schedule it is proposed to eliminate fractional 
mileage by disregarding all fractions of a mile less than 
five-tenths and by raising all fractions above that figure 
to an even mile. The question of designating one of 
two junction points, where they are close together, as 
the one from which to figure joint mileage, will also be 
discussed. 

On the same date a hearing will be held on the pro- 
posed order of the commission relative to express com- 
pany tariffs. The question of issuing an order requiring 
all express companies to file their tariffs and other rate 
sheets, together with all effective amendments and in- 
dices, will be taken up. 


STORAGE .COLLECTIONS LARGE. 

New Orleans, La., October 1.—According to the re- 
port of the Southern Demurrage and Storage Bureau, 
the collections for storage at the stations reporting to 
this bureau for the month of July were about 75 per 
cent as large as the collections for demurrage. The fig- 
ures given are: Demurrage, $10,277; storage, $7,606. 
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Nebraska Supreme Court Sustains Validity of Meas- 
ure Reducing Intrastate Express Rates. 





Lincoln, Neb., October 1.—In an opinion, character- 
ized by officials of the state as a sweeping victory for 
the commonwealth at every point, Judge J. B. Barnes 
of the Nebraska Supreme court has sustained the valid- 
ity of the Sibley act, which reduced practically all of 
the intrastate express rates 25 per cent and which has 
been the subject of litigation since the day it became 
effective two years ago. The report of the referee ap- 
pointed to take testimony in the case has been adopted 
and the temporary injunction issued in April, 1908, pro- 
hibiting the express companies from charging rates in 
excess of those named in the act has been made perma- 
nent. 

The decision of the court, however, still preserves 
to the express companies the right of appeal to the rail- 
way commission for a revision of rates’ in case any shall 
be found to be _ unreasonable. 


Opinion of the Court. 


The syllabus of the opinion follows: ~ 
“Statutes fixing maximum rates which corporations, 


. joint stock companies or persons whose property is de- 


voted to public use, may charge and receive as com- 
pensation for their services, are presumed to be constitu- 
tional; and the burden of proof is on him who chal- 
lenges their validity to show by a preponderance of the 
evidence that the legislation complained of clearly con- 
travenes some provision of the constitution. 

“When an attempt is made to strike down a rate 
statute, it is incumbent on the attacking party to make 
full, fair and complete disclosure of all of the revenue de- 
rived from the business and the disbursement of the 
same for all purposes, including salaries paid to all of 
its officers, agents and employes, so that it may be 
determined whether such salaries and expenditures are 
necessary as well as reasonable in amourt. 

“When the courts are called upon to adjudge an 
act of the legislature fixing rates for express companies 
unconstitutional on the ground that they are unreason- 
able and confiscatory, they should be fully advised as 
to what is done with the receipts and earnings of the 
company, for if so advised it might clearly appear that 


a prudent and honest management within the rates pre-. 


scribed would secure to the company a reasonable com- 
pensation for the use of its property and for conducting 
its business. 

“A court of equity ought not to interfere with and 
strike down an act of the legislature fixing maximum 
express rates before a fair trial has been made of con- 
tinuing the business thereunder and in advance of any’ 


actual experience of the practical result of such rates. - 


“Where it reasonably appears from a consideration 
of all the evidence that the rates complained of are not 
confiscatory, but afford the express company at least 
some measure of profit for carrying on its business, the 
courts will not interfere with the operation of’ the stat- 
ute, but will require the party complaining to apply for 
relief to the rate-making power, or the tribunal pro- 
vided by the statute with power to increase such rates 
if they are alleged to be unreasonable. 

“A rate statute will not be declared unconstitutional 
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on the ground that it provides drastic penalties for its 
violation, unless it appears that the penalty clause was 
the inducement for its passage, and with that clause 
eliminated the remainder of the act is incomplete and 
incapable of enforcement.” 

“Finally,” declared the court, “upon a careful con- 
sideration of the whose case, we are of the opinion that 
the defendant’s exceptions should be, and they are, 
overruled; and the report of the referee is sustained. 
This requires us to enter judgment for the plaintiff, 
and this we do without hesitation because we are con- 
vinced from the evidence that the rates complained of 
are not clearly shown to be confiscatory, but are, to some 
extent at least, remunerative. When tnis fact appears 
the courts should not interfere to strike down the 
statute, but should require the complainant, if the rates 
are_deemed to be too low, to resort to the rate-making 
power, or the tribunal charged with rate regulation, for 
relief. The statute in question clearly provides that the 
express companies, in case the rates fixed thereby are 
found to be unreasonable, may apply to the Nebraska 
state railway commission for relief, and that tribunal is 
given full authority to increase such rates. 

“For the foregoing reasons judgment will be ren- 
dered for the state and the temporary restraining order 
now in force herein is made permanent; but our judg- 
ment must be so construed as not to in any manner in- 
terfere with the right of the defendant company to 
apply to the state railway commission for a revision or 
an increase of rates, if in any case it shall deem them 
unreasonable; and any and all proper relief is not to 
be affected thereby. Judgment accordingly.” 


Clark Perkins Gives History of Case. 


The following statement of the history of the litiga- 
tion was made by Clark Perkins, secretary of the state 
railway commission: 

“The legislature of 1907 passed this act reducing 
all rates charged by express companies 25 per cent, 
with the exception of rates on merchandise weighing 
one pound or less and special contract rates already 
in force for the transportation of cream, milk or poul- 
try, and providing that no charge should be reduced to 
an amount less than 15 cents. 7 

“The duty of enforcing this act was imposed upon 
the railway commission. The act became effective July 
5, 1907, on which date Attorney-General Thompson com- 
menced an action in the Supreme court of the state 
against the Adams Express company, Pacific Express 
company, United States Express company, American Ex- 
press company and Wells, Fargo & Co. express, for 
the purpose of enjoining them from charging rates in 
excess of those prescribed by law. An effort was made 
by the several defendant expréss compdnies to transfer 
this suit to the United States Circuit court at Omaha, 
but failed; the action being remanded to the state 
court October 14, 1907. 

“After the usual amount of preliminary sparring 
had been gone through with the Supreme court granted 
a temporary injunction effective April 15, 1908, restrain- 
ing the express companies from further violation of the 
law until after its validity had been finally determined, 
and appointed the Honorable John J. Sul%van as referee 
to take testimony in the suit. A motion by defendants 
for modification of the restraining order was rromptly 
overruled and the taking of testimony was commenced 
in New York City about the middle of May. 

“Immediately after the temporary injunction was 
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issued, the railway commission made an order requiring 
each of the defendant express companies to file in its 
office a monthly report for each station in the state, 
showing in detail the amount of busiuess transacted, 
divided between state and interstate, together with the 
amount of expense incurred. As rapidly as these re- 
ports were received, they were compiled in convenient 
form and analyzed; and the information developed was 
found most important to the interests of the state in the 
hearing before the referee. It was found that while the 
gross earnings were materially increased during the 
first year under the reduced rates as compared to the 
last year under the old rates, the expenses were not 
correspondingly increased and in consequence the net 
result was extremely favorable to the state’s contention 
that the express companies had not suffered by reason 
of the reduction. 

“The principal contention between the express com- 
panies and the state was with reference to the manner 
of division of expense between state and interstate busi- 
ness. It was found that the companies made no effort 
to charge a proper proportion of the expense on through 
or ‘bridge’ business (traffic passing entirely through the 
state to other states through which it mcved), but 
charged all to Nebraska. 

“These facts doubtless had great weight with the 
referee and his report to the Supreme court was a 
sweeping victory for the state at every point.” 

“Most Important Case in Twenty-five Years.”—Thompson. 

Commenting on the importance of the decision, 
Attorney-General Thompson said: 

“The decision is satisfactory in every particular. 
I have read it over carefully and regard the opinions of 
the court in these cases, the one formerly written by 
Judge Letton and the final one written by Judge 
Barnes, as the most important, as affecting the 
general welfare of the people of the state, that have 
been handed down by the Supreme court in the last 
twenty-five years. They establish the principle that 
the state, through the attorney-general, may, by injunc- 
tion, enforce obedience to and compliance with valid 
statutes by application to the Supreme court, thereby 
checkmating powerful corporations with which indi- 


viduals could not afford to litigate and that have ~ 


hitherto resorted to injunction against those charged 
with the duty of enforcing the law, thereby preventing 
rate-making and regulatory statutes from going into 
effect. : 

“Judge Barnes is entitled to great credit for the 
work shown to have been devoted to these opinions. To 
go through the records on which the attorneys and ac- 
countants had worked two years, containing thousands 
of pages of evidence, consisting of numerous tabulations 
of intricate figures, and the briefs of counsel which 
alone covered approximately 700 pages, to secure a 
proper understanding of the facts and questions of law 
involved and to apply correct principles were anything 
but an easy undertaking, especially when it is remem- 
bered that these suits were pioneers in their class in 
the courts of justice. 

“Much credit is also due the Nebraska state rail- 
way commission, by reason of its order requiring the 
express companies to. make monthly reports of: their 
business in Nebraska. It secured the data by which the 
state was able to show, by actual demonstration, that 
the rates fixed by the statute were remunerative. It is 
doubtful if this could have been shown but for the faith- 
ful work of the railway commission.” 
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ENDORSES TAFT’S PROGRAM 





Interstate Commerce Commissioner Lane Approves of 
Des Mo.nes Speech; Sees Benefits in Proposed Court 





Endorsement of President Taft’s railroad program, 
as outlined in his speech at Des Moines, Ia., last 
week, was given by Interstate Commerce Commissioner 
Franklin K. Lane in an interview given out in Chicago 
this week. The commerce court, the feature of the 
president’s address which is, perhaps, receiving more 
attention from press and public than any other of his 
proposed changes in the interstate commerce act, found 
a hearty advocate in the commissioner. 

Mr. Lane said: 

“The president favors the establishment of a court 
of commerce, which will have exclusive jurisdiction over 
the enforcement of the orders of the Interstate Com- 
merce Commission. He also favors the granting to the 
Commission of the power to stay an increase in rates, 
the control. of capitalization by the federal government, 
and to deny to all railroads the right to hold any in- 
terest in competing lines. These suggestions, I may 
say, are in line with the recommendations made to 
congress from time to time by the Commission. I can- 
not speak with authority for the other members of the 
Commission, but these recommendations certainly re- 
ceive my hearty indorsement. They seem to me entirely 
practicable. 

“It is hardly necessary to say there is the widest 
possible difference between railroad questions that are 
presented to a Circuit court and the general questions 
of law. The experience of the ordinary lawyer or 
judge does not in any way fit him to deal with such 
questions as arise under the Act to Regulate Commerce. 
A man must live in the atmosphere of the railroad 
problem for some time in order to see the inadvisability 
of applying hard and fast legal rules. Moreover, each 
order made by the Commission represents the judgment 
of seven men who have given extensive study to the 
question they decide. It is reasonable to ask that if 
their decision is to be overturned it shall be done by 
men who have given similar thought and study to the 
question and are likewise specialists. 

“The suggestion long has been urged by the Com- 
mission and by large bodies of shippers that, business 
conditions should not be disturbed by the railroads 
whenever they see fit to increase their rates, and that 
power be granted to the Interstate Commerce Commis- 
sion to stay such increase until their effect can be de- 
termined. This suggestion amounts to nothing more 
than forbidding the railroads to take arbitrary action 
with respect to rates. 

“There is no reason why increases should not be 
passed uron prior to their adoption rather than sub- 
sequent thereto. Under the law at present the railroads 
put in force increases of rates, and the Interstate Com- 
merce Commission passes upon the reasonableness of 
such increases after a complaint has been received. 
It would be far better for business interests and for the 
railroads if the Interstate Commerce Commission should 
be authorized to determine whether proposed increases 
of rates are just. The railroads themselves will find 


it of great value to be able to have these questions de- 
cided in advance, 


"The control of capitalization is a matter of the 
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highest importance. The methods that have obtained in 
the past in connection with the watering of stock should 
stop. Railroad properties, in my judgment, are to be- 
come less. speculative and more certain as investments, 
As a stock broker has said, railroad investors will 
choose to sleep well rather than to eat well. 

“There is no necessity for diverting the money of 
American capitalists to railroad building and improve- 
ments from other industries, because there is sufficient 
capital abroad ready to come to the United States if 
those holding it may be assured that the investments 
are. bona fide and their money will not be subject to 
the vicious whim of some mere. stock manipulator. 
European countries generally are in a sense industrially 
finished. I-mean by that, they are not developing new 
lines of industries which call for. the investment of 
new capital to any great extent. Their railroads are 
built and open for service. . 

“In such countries as England and France they 
have little use for surplus capital in the way of new 
national development. This money can come here just 
as well as not. Europe believes this is the land of 
promise, the land of the future. Therefore it is the 
part of wisdom of the railroad financier to do every- 
thing in his power to bring about a condition of our 
laws under which foreign capitalists will feel that there 
is stability to our railroad securities. 

“The recommendation the president has made for- 
bidding the ownership of stock by a railroad in a com- 
peting line is in harmony with the suggestion made by 
the Interstate Commerce Commission in its report on 
the Harriman roads. This is of high importance if the 
public interests are to be conserved.” 


Indictments Returned in Rebate Case 


——— 


New York, October 1.—It is understood that among 
the indictments returned by the federal grand jury for 
the southern district of New York on Monday were sev- 
eral based on the charges of rebating in steamship busi- 
ness first published by the World. The indictments were 
sealed by order of the United States Circuit court and 
the names of the indicted are not to be made public 
until they are arraigned in court. 

It was alleged in the charges published that certain 
railroads were guilty of paying rebates to the Holland- 
Amerika Steamship company during the last three years; 


that a conspiracy in restraint of trade in violation of 


the anti-trust act had been entered into by certain steam- 
ship companies with the purpose of regulating ocear 
freight rates in a manner prejudicial to the best interests 
of the shippers, and that the Holland-Amerika company 
had resorted to false billing and weighing in violation of 
the Act to Regulate Commerce and with intent to de 
fraud the government. 


MONON FIGHTS NEW ALBANY RATE ORDER. 


Indianapolis, Ind., October 1.—The Chicago, Indian- 
apolis & Louisville railway has filed suit in the fed- 
eral court to enjoin the state railroad commission from 
enforcing the order entered by that body in the case of 
E. T. Slider. The mandate in question made reductions 
in the rates on coal, sand, gravel and road-building ma- 
terial from New Albany to intrastate points on the 
Monon. 
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CLAIM AGREEMENT APPROVED 


Interstate Commerce Commission Passes Upon Third 
- Compromise Settlement in Yellow 
Pine Lumber Cases. 





Washington, D. C., October 1.—The Interstate Com- 
merce Commission has entered an order approving an- 
other compromise agreement for the settlement of repa- 
ration claims arising out of the famous yellow pine 
lumber cases. As in the two previous agreements, 
settlement is to be made on the basis of 67 per cent 
of the face amount of all provable claims. 

The formal order of the Commission follows: 


Order of the Commission. 


At aegeneral session of the Interstate Commerce 
Commission, held at its office in Washington, D. C., on 
the 24th day of September, A. D. 1909. 

Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K. 
Lane, Edgar E. Clark, James S. Harlan, Commissioners. 

Numbers 698 and 707, Sub Nos. 40, 62, 64, 97, 193, 
207, 212, 224, 225, 226, 227, 229, 230, 236, 243, 296, 375, 
376, 385, 392, 395, 418, 431, 432, 442, 458, 478, 479, 480, 
481, 482, 483, 484, 493, 494, 495, 496, 497, 498, 499, 514, 
515, 516, 517, 518, 519, 520, 521, 536, 1717, 1738, 1739, 
1741, 1742, 1748. 

In the matter of the adjustment of the petitions 
of Allison Lumber company; E. P. Flowers & Co.; 
Sumter Lumber company; Anketell Lumber company; 
Goodman & Wright; Stinson & Hand; Mount Vernon 
Car and Manufacturing company; E. L. Edwards; Hay- 
den & Westcott Lumber company; Kemler Lumber com- 
pany; A. S. Badger company; A. P. Brewer Lumber 
company; Harvey S. Hayden; Edgar Hapeman Lumber 
company; The Germain company; C. W. Cochran Lum- 
ber company; Prime Lumber company, and Crescent 
Lumber company, relating to sundry claims heretofore 
filed by them and now pending before the Commission 
against the Cincinnati, New Orleans & Texas Pacific 
Railway company; Illinois Central Railroad company; 
Alabama Great Southern Railroad company; Mobile & 
Ohio Railroad company; New Orleans & Northeastern 
Railroad company; Alabama & Vicksburg Railway com- 
pany; Yazoo & Mississippi Valley Railroad company; 
Nashville, Chattanooga & St. Louis Railway company; 
Southern Railway company; Gulf & Ship Island Railroad 
company; Norfolk & Western Railway company; Louis- 
ville & Nashville Railroad company; Mississippi Central 
Railroad company, and Mobile, Jackson & Kansas City 
Railroad company, for reparation on aceount of unrea- 
sonable and excessive freight charges on shipments of 
yellow pine lumber, as stated in said petitions under 
written agreement executed by said petitioners and car- 
riers bearing date of July 15, 1909, and dates subsequent 
thereto, and filed with the Commission September 24, 
1909. ? 

Upon consideration of the record in the above en- 
titled cases and matters therein presented, and it ap- 
pearing that a written agreement or stipulation between 
the above-named petitioners and the defendant carriers, 


' dated July 15, 1909, and subsequent dates, duly signed 


and providing for the payment by said defendant car- 
riers to the petitioners, through their respective at- 
torneys or representatives, a sum equal to 67 per cent 
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of the face amount of the provable claims in satisfaction 
of said claims for reparation subject to the approval of 
this Commission, has been submitted by the parties for 
such approval; and it further appearing to the satis- 
faction of the Commission that none of the terms or 
provisions of said agreement or stipulation are incon- 
sistent with law, the same is hereby approved by the 
Commission, and the said defendants are hereby au- 
thorized to pay to the said petitioners, respeciively, from 
time to time, such sums as they and each of them may 
be found to be entitled to pursuant to the terms of 
said agreement, the same when paid to be in full satis- 
faction of the complaints and claims covered by said 
agreement or stipulation, in conformity with the intent 
and provisions thereof, and in case of the presenting 
hereafter by the parties to other complaints involving 
claims of like character pending before the Commission 
and arising under the original complaints, Nos. 698 and 
707, of signed agreements or stipulations for the ad- 
justment of the same, identical in terms with the 
agreement herein approved or that of March 18, 1909, 
or that of May 14, 1909, heretofore approved by the 
Commission on June 28, 1909, and September 2, 1909, 
respectively, the carriers, parties to such agreements 
or stipulations, are hereby authorized to proceed from 
time to time to make payments thereunder to the 
proper parties in. accordance with the terms and in- 
tent of such agreements or stipulations to the same 
effect as if they had been presented to the Commission 
and approved in the same manner as that hereinbefore 
covered by this order, provided, that all subsequent agree- 
ments, whether identical with the one herein approved 
or either of those above referred to, must be filed with 
the Commission on or before the dates upon which re- 
ports of payments are required to be made. 

It is ordered, That said defendant carriers report 
to the Commission on December 1, 1909, and on the 
first day of each succeeding month thereafter, the 
amount of such payments as they make in pursuance to 
said agreement, showing separately the. amount, the date 
of each payment, to whom and by what carriers paid. 


Discuss Demurrage Code 





The committee on car service and demurrage of 
the National Association of Railway Commissioners, of 
which Interstate Commerce Commissioner Franklin K. 
Lane is chairman, finished a three-day session and dis- 
cussion of the proposed uniform code of demurrage 
rules at a meeting held in Chicago the first of the week. 

Details of the draft to be presented for the con- 
sideration of the association when it meets in Washing- 
ton next month were not made public. The Chicago 
meeting may be said to have been in the nature of an 
executive session ‘at which the many suggestions that 
poured in from all parts of the country when the pro- 
posed code was first made public last May received 
their final review. : 


NEW YORK CENTRAL HAS BIG INCREASE. 

New York, October 1.—It is reported that for the 
first twenty days of the month just past the New York 
Central lines handled 1,123,596 loaded cars. This was 
an increase of 170,734 over last year and 50,078 over the 
banner year of 1907, when the high-water mark for previ- 
ous records in loaded car movements was reached. 
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CO-OPERATION GOOD BUSINESS 


Walter L. Ross Declares “The People Be Pleased” 
Is Now the Slogan in Railroad Circles 





“The people be pleased” has succeeded “the public 
be damned” in railroad circles as the slogan of good 
business. So said Walter L. Ross, vice-president in charge 
of the traffic of the Chicago & Alton and the Toledo, 
St. Louis & Western railroads, in a speech delivered at 
a@ recent Chautauqua in Lincoln, fll. Mr. Ross declared 
himself in favor of the development of the friendlier 
spirit between shipper and carrier and averred that all 
any railroad is asking at the hands of the public is a 
square deal. 

Mr. Ross spoke as follows: 

“If I had selected my own date for appearing upon 
this platform at this Chautauqua, this is the day I would 
have chosen, and this is the hour that I would have 
picked. Following the previous speaker’s splendid appeal 
for ‘The Square Deal’ seems to me to be an appropriate 
time, if any, for a railroad man to come upon the Chau- 
tauqua platform. “The Square Deal’ is all that any rail- 
road man is asking. That we have not always had it 
is proven by the radical and illogical legislation that has 
been placed upon the statute books of many states dur- 
ing the last few years. That we are, however, getting 
closer to that ‘square deal’ is shown by the reaction that 
is setting in along these lines. 

“People are willing always, in this great land of ours, 
to listen to the other side. That a railroad man should 
be asked to speak here to-day is a satisfying mark of 
that change in public sentiment, to my mind. Not that 
there have not been many railroad men upon the Chau- 
tauqua platform at other times and places. But they 
have appeared by proxy—in word-painted portraits— 
drawn by eloquent orators, whos2 acknowledged sincerity, 
in many instances, has only been exceeded by their lack 
of positive information upon real railroad problems, evils 
and needed reforms. If I do not live up to the pictures 
that these orators have drawn of ‘the terrible railroad 
man,’ I hope you will bear with me. It is only because 
I do not wish to frighten little children or nervous ladies 
that I do not wear this afternoon the horns, the spiked 
tail and the cloven hoofs, with which too often the 
American railroad man has been equipped upon the Chau- 
tauqua platform. 

“And let me say in the outset that I come to you 
with no apology for the business with which I have been 
connected all my active life, however much I may doubt 
my ability to properly represent that greatest organiza- 
tion of modern times, that mighty force that has spanned 
this continent with the iron network of commerce, and 
made possible the building up of the greatest nation that 
this old earth of ours has ever known., I stand here this 
afternoon, humbly enough, and yet with justifiable pride 
in the greatest industry of all modern times, especially 
as it has been developed by American brain, and brawn 
and genius—the great industry of transportation. 

“It is the greatest thing to-day that has to do with 
the material welfare of all mankind. It gives value to 
everything that man produces. Without transportation 
facilities the greatest portion of the greatest crop ever 
raised by the American farmer, and which is ripening 
today beneath this summer’s sun, would most of it rot 
where it is growing. The value of every product, grown 
or manufactured, is added to or lessened by the freedom, 
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or difficulty, with which it can be transported from the 
place of its production to the place of ultimate consump- 
tion, ae : 

“Yes, I will go further than that. The value of men 
themselves is increased in proportion to .the freedom 


with which they are moved to the points where their . 


energy, and skill, and power, can best be utilized. Noth- 
ing that is effectively touched by the- wonder-working 
wand of transportation, but is increased in value, even to 
the reputation and emoluments of statesmen and orators. 
There are senators and quadrennial candidates for the 
presidency who have added no little to both their repu- 
tations and bank accounts by attacks upon ‘the system’ 
that has made possible our great American transporta- 
tion industry. Yet, at the same time, you and I both 
know that, in spite of their great and splendid: ability, the 
reputation and earning capacity of these splendid men 
would be much less were there no American, railways 
to carry them triumphantly on, from Chautauqua to 
Chautauqua. 

“This great industry is one that I might ‘term an 
‘infant industry,’ were it not that the term ‘infant indus- 
try’ has been a favorite slogan with the pleaders for ‘spe- 
cial privileges’ of every kind. And if any railroad man 
assumes that position—or has ever assumed it—he be- 
littles himself, bemeans a great industry, and lays him- 
self open to just criticism and deserves severe rebuke. 
The man, or the organization, who through either legis- 
lation or organization of any kind, secures more than 
‘the square deal’ we have heard so eloquently depicted 
to-day, is not a good citizen. And if he secures less 
than that same ‘square deal’ he should fight for it, by 
every legitimate means within his reach—even though 
he happens to be a railroad man. 

“Yet this industry has all been developed within the 
span of life of many who are still with us. The magni- 
tude of this American railway system of ours runs into 
figures which are astounding in their magnitude. The 
panic of 1907-1908 handicapped the industry, as it did all 
other interests. Yet, even during that time, 3,918 miles 
of main track were laid in the calendar year of 1908. 
At the end of that year there were in operation in the 
United States 232,046 miles of main track. These roads 
represented a capital in stocks and bonds of sixteen bil- 
lion, four hundred million dollars. Their gross earnings 
were two billion, four hundred and seven million dollars. 
And their net earnings were seven hundred and seven- 
teen million, eight hundred thousand dollars. 
many a Chautauqua platform has been thundered in 
rousing tones the great total of many millions ‘taken 
from the people’ by the railroads. And yet hardly a 
chirp as to the big sums paid back through the purchase 
of labor and supplies. In that one year the American 
railways paid out the enormous sum of one billion, seven 
hundred and eighty-nine million, two hundred thousan1 
dollars. 
ference to the American people if this great industry 
was throttled or destroyed? ‘Would not all forms of 
industry feel it, if this great industry were seriously 
crippled; would there not be a great falling off in the 
receipts of every other enterprise, including the sale of 
admission tickets to Chautauquas? A point which I 


especially commend to the attention of all public speak- 
ers who make a specialty of attacks upon the railroads. 
“These same railroads, even during that panic year, 
gave employment to 1,500,000 people. And all this busi- 
ness has been built up from practically nothing. In the. 
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beginning we had to import most of our locomotives, our 
rails, and our other railroad equipments, from across the 
water from England. Now we have ten times as many 
miles of main railway track as there are in the United 
Kingdom. One of our builders makes more locomotives 
than any three or four concerns in Europe. We export 
locomotives to Europe, Asia, Africa, South America and 
the islands of the sea. The United States has more 
miles of railway main track than Europe, Asia and 
Africa combined. We have forty per cent of the rail- 
ways of the entire globe. This is the story told by the 
figures of 1908 of the evolution of an industry that had 
its beginning in this country in 1829. 

“The capital of the railways of the United States 
represents more than an eighth of the value of the coun- 
try’s real and personal wealth in the aggregate, and in 
that particular item the United States stands so far 
ahead of any of the other countries that it equals its 
two nearest rivals, the United Kingdom and Germany, 
combined. 

“The gross earnings of the roads in 1908 amounted 
to a sum which was not far from three times the inter- 
est-bearing debt of the national government. Their ag- 
gregate income that year was four times as great as that 
which the national government took in at all its custom 
houses and tax collection agencies, 

“Do you not think that an industry of this magni- 
tude, that so touches and affects the lives of all our peo- 
ple, is worthy of fair treatment, of ‘a square deal?’ I be- 
lieve you will all say ‘yes.’ And yet the man who would 
arise in the halls of legislation, either at Springfield or 
at Washington, and say it just that way, could begin 
figuring at once on what he proposed doing after his 
successor was elected at the next election. 

“There is no one thing that has been made more of, 
that has been more roared over, and made much of, both 
on legislative and Chautauqua platforms, than the capi- 
talization of our American railways. The current way of 
describing the capital of the American railway would 
lead you to believe that every one of our railroads is an 
island—consisting of a small block of right-of-way en- 
tirely surrounded by water, 

“The plain, bald facts of the matter are these: The 
railroads of this country cauld not be replaced for the 
sum total of their capitalization. If every mile of track 
and bit of rolling stock, if every passenger depot, if 
every freight warehouse and all the equipment of the 
American railroads could be wiped out of existence to- 
night, leaving the ground beneath them to revert to the 


original owners or their successors, you could by no. 


means begin to reproduce them for the face value of 
all their outstanding stocks and bonds. 

“There does not begin to be nearly so much water 
in the average Illinois railroad as there is in the value 
of the average Illinois farm. You say, prove it? I cer- 
tainly could do that, too, provided you were willing to 
let me figure it out on the same plan you have permitted 
many men of much greater prominence than myself to 
figure out for you this railroad problem. And here is the 
way a Chautauqua wizard of hysterical figures would 
cipher out the water in the stock of the Illinois farm. 

“He would figure that you, or your father, bought the 
land from the government at $1.25 per acre. That makes 
$200 for a quarter section. You have on the farm a 
modern, model farm house, worth $4,500. Barns, cribs, 
granary, windmill and other improvements would figure 
up another $3,500. Then he would work out here on a 
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blackboard on this platform, if he had one, a little table 
that would read like this: 





Original cost of land................ Tika watavaieee a Sree $ 200 
Present value of improvements..............2ee0% » 8,000 
Total ‘pitysical WAIWGACION’..... 5... ct decseccccse $8,200 


“But you value—or ‘capitalize’-—your farm at $150 
per acre, or an even $24,000 for the quarter section as it 
stands. Then this Chautauqua wizard of weird finance 
would subtract the ‘total physical valution’ of $8,200 from 
your ‘capitalized valuation’ of $24,000 and show you that 
you have ‘watered your stock’ to the extent of $15,800. 

“Simple, isn’t it? 

“And yet it is against just such jugglery as that the 
railroads have had to struggle in the last few years in 
attempting to get rates that would give a fair return on 
the actual amount of capital invested. 

“But, I hear you object. You insist that this is not 
a fair way to figure the cost of the farm, nor to settle 
its’ present value. You-point out, and that rightfully, 
that there have been forty years of labor put into the 
development of the farm. Year by year, during all that 
time, there have been large amounts of money taken 
from the actual earnings of the land to add to the per- 
manent improvement and upkeep. Then you proceed to 
point out many other elements that add to the actual 
value of the land, 

“When the farm was bought the nearest market was 
twenty, thirty, fifty miles away, it may be. Now. Chi- 
cago, the great central market of the west, in point of 
time, at least, is nearer that farm than its nearest mar- 
ket. town was for several years after the farm was 
bought. Why, you say, ‘there is a town of ten thousand 
people now, only seven miles away, and only two and a 
half miles away is an elevator and a cattle yard, where 
I can load my stock and grain. The railroad that runs 
across the quarter section now has added much to the 
value of the whole. And then,’ you say, ‘just over on 
the other side is an electric trolley road, and we have 
hard roads clear into the county seat. And we have a 
daily delivery of mail at our doors, and we are connected 
up with the telephone. All these things add to the value - 
of the land, and it isn’t fair to say that all these ele- 
ments of value are just so much water.’ 

“And I agree with you. But if you will examine 
them closely you will find that many of these claims of 
‘water’ in the stock of the railroads rest on no better 
foundation than these claims of ‘water’ in the stock of 
the farm. 

“The men who have developed the railroads and the 
men who- developed the farms have gone through much 
the same experiences. They have had the same trials, 
and are entitled to equal fair dealing. When the rail- 
roads first came into this country they were welcomed 
as a necessity and a blessing. Right-of-way was granted 
by individuals or by states and counties. Chicago’s early 
experiences in the promotion of railways bears this out. 
There are twenty-four roads running into Chicago, There 
are but six passenger depots. Why? Simply because in 
the intervening years the price of real estate has gone 
up to such an extent that even the richest sort of rail- 
road corporation could not afford now to buy an inde- 
pendent entrance into the heart of the city. The other 
eighteen roads obtain their entrance by means of certain 
trackage rights and leases. And these same trackage 
rights are no more tangible or visible than those ‘fran- 
chises’ that contribute to the value of your $150-an-acre 
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land. But they are real values. And you would discover 
that, if you were engaged in trying to reproduce the 
American railroads for the face value of their stocks and 
bonds. 

“And yet the radicals in the fight against the rail- 
roads would regulate rates so as to make what they are 
pleased to term ‘fair returns upon the actual cost and 
valuation’ of the railroad properties. And they deter- 
mine ‘the physical valuation’ by. taking the actual con- 
struction cost and adding thereto the present equipment 
and real estate. Suppose they should attempt to regu- 
late the selling price of farm products so as to yield ‘a 
fair return upon the actual physical valuation of the 
land’—determining that valuation as they propose to de- 
termine the valuation of the railroads—how would you 
like it? 

“It is a mighty easy matter to sit down and in an 
academic way figure out the correct rates for’a railroad. 
To do it in actual practice is another matter. It is 
easy matter enough to run a railroad—from the hurricane 
deck of a Chautauqua platform, or from the floor of a 
legislative hall, with one eye cocked up at the press gal- 
lery. But to do the stunt in actual practice here in Illi- 
nois accounts for the fact that so many of us who are 
actually in the game are bald-headed, or, if not that, our 
craniums are covered with the snow that may disappear, 
but which will never melt. 

“Just now we are running our roads along a very 
narrow strip of territory, bounded on one side by a two- 
cent passenger rate, while on the other side there is a 
$20,000,000 bond issue to build waterways to reduce the 
freight rates, 

“And incidentally let me tell you that those same 
freight rates are made upon occasion to cover a multi- 
tude of commercial sins for which the railroad is made 
to suffer. You pay a good round price even these days 
for a poor round steak. And the freight rate gets its 
share of the blame. Yet the actual figures show that 
from the time that beef, that particular pound off the 
round, left the feed lot, was carried to the big packer, 
and then was returned to the local butcher, all the rail- 
roads collectively, over which that particular pound 
passed, did not receive more in the aggregate than one- 
half cent per pound. In a certain nationally famous ex- 
position of ‘the. increase of price of beef from hoof to 
hook’ that important item is not unduly dwelt upon. 

“An ordinary suit of clothes shipped in the ordinary 
way from the factory to the dealer within a couple of 
hundred miles of Chicago, for instance, will pay a scant 
ten cents in freight. INNow suppose the ‘bloodthirsty rail- 
roads’ should increase the freight rate on clothing so 
much as ten per cent, how much should that increase 
the cost of a suit to the consumer of a suit of clothes 
made to retail in the ordinary way at $9.98? 

“Yet, as I said in the beginning, I feel somewhat 
modest about attempting to discuss these questions be- 
fore a Chautauqua audience. If you will stop and reflect 
upon the matter, you will see that, in the eyes of the 
law, at least, I am the least competent man in all this 
audience to pass upon questions such as these. IT am 
not eligible for appointment upon the Interstate Com- 
merce Commission, while each one of you is, the law ap- 
parently having been framed in such a way as to de- 
prive your Uncle Samuel of the services of any man 
actually engaged in railroad work. As few of us ever 
make enough money to get into any other line before we 
are old enough to be Oslerized, you can see that it will 
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be a long time before any actual railroad man will ever 
break into that board. 

“And yet, keeping in mind the public service nature 
of the railroad corporation, I am unqualifiedly in favor 
of just and equitable regulation of railroads, both by the 
state and the federal government. But I would have it 
exercised along sane and rational lines: I would have 
these eontrolling boards organized along lines which 
would guarantee that practical knowledge of the actual 
conditions would enter into the making of rates, so that 
the interests of railroad, of shipper and of consumer 
should all find just and equitable recognition. : There 
have been times when it seemed as though the federal 
government was in these matters working along the 
same mental lines as a certain old section foreman, 

“This old foreman had been in the employ of a road 
for so long that he had become a sort of privileged char. 
acter. One day he appeared in the office of the presi- 
dent of the road. Asked what he wanted, he proceeded 
to explain. It appeared that he had a son who had ar- 
rived at the time of life when he should go to work. 
And the old man wanted to get him a job in the office 
of the president as a clerk. And he further expressed 
the belief that in due time the boy might work up io 
be a railroad president himself. 

“The president thought that this was a very com- 
mendable ambition, and said so. But he went on to ask 
the old man if he did not think it would be a good idea 
to himself give the boy a job on the section gang, with 
the hope that in time he might become a section fore- 
man himself. The old man slowly shook his head and 
solemnly responded: ‘No, I don’t think that would de. 
Me and the boy’s mother talked over that plan, but we 
thought that we had better not try it, because, ye see, 
the boy is not overly bright.’ 

“But through it all we are working out to betier 
understanding of the problem, and the railroads, and the 
men who manage them, and the people who support 
them, are getting closer together, and that in a friendly 
spirit. That there are abuses still to be corrected no 
one can deny. And they should be corrected as speedily 
as possible. Publicity has been strongly urged as the 
most practical way of controlling railroad and other pub- 
lic service corporations. And I believe in it—only I 
think it should be voluntary publicity on the part of the 
railroads. I do not believe that we should wait to be 
forced. I believe that we should not surround ourselves 
with a barricade of brass collar dignity and red tape re- 
pression. I believe that we should take the public into 
our confidence and be as frank with them as any other 
business man is with his customers. For, after all, it is 
only a matter of pure, straight and simple business. The 
only thing that the road I represent has to sell is trans- 
portation—for both commodities and men. I believe that 
we are entitled to no more consideration than you ex- 
tend to other business men in your communities. The 
man who sells you transportation is entitled to the same 
fair and just treatment that you give to the man who 
sells you sugar—provided always that your local trans- 
portation merchant gives you reasonable prices and 
prompt and efficient service. | 

“The railroad that runs through your town is just as 
much a local business as that of any other merchant in 
your town. Your local railroad agent is your most 


prominent and important business man, even though you 
may never have regarded him in that light. For every- 
(Continued on Page 367.) 
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Co-Operation Good Business 





(Continued from Page 366.) 
thing that comes into your town he brings in, and he it 
is who sends out all that you produce for the outside 
world, 

“The railroad business is dominated by a new spirit 
to-day. We are in spirit, if not in actual time, at least 
a century away from the period when a Vanderbilt could 
arogantly say: ‘The public be damned.’ The modern rail- 
way manager, who is worthy of his hire, now stands for 
the proposition: ‘The people be pleased.’ 

“The railroad organizations of this country have 
much to their credit for the manner in which they have 
helped to develop every institution and enterprise that 
has contributed to the upbuilding of this country. Strong 
men form lasting institutions and do not, like weak 
men, sink under them. Great institutions and organiza- 
tions are not as grasping as they are ambitious, and the 
best work of any man, whether he be a railroad manager 
or a professional Chautauqua lecturer, is to give his time 
and his talent to the work of helping to build up others. 
The railroads have, in the main, gone on doing their 
work, faithfully and well, in spite of misrepresentation 
and radical legislation, because the same Providence that 
tempers the wind to the shorn lamb, watches over His 
shearers also. And, while the legislation has cramped 
and hindered, and handicapped in some instances, it has 
not been without its compensating blessings in other 
ways. As one newspaper poet has pointed out, we are 
living in a wonderful age: 


“We've the horseless touring carriage, we’ve the wire- 
less telegraph, 

While the new-found spineless cactus makes the broncho 
fairly laugh. 

Of these famous ‘less’ creations quite a little list we’ve 
got, 

And the passless politician is the latest of the lot. 


“We have tasteless food in plenty, and they’re odorless to 
boot, 

We have powder that is smokeless, and a deal of secd: 
less fruit. 

Oh, the list, already lengthy, is increasing fast, great 
Scott! 

And the passless politician is the latest of the lot.’ 


“The old Vanderbiltian theory died because it was 
not only poor sense, but poor business, as well. Most 
of the abuses that have grown up in the railroad busi- 
hess, both those that have been remedied and those that 
still remain to be removed, were created by the ignoring 
of common business principles. Take the much-discussed 
question of ‘rebates.’ That evil grew because railroad 
men and grasping shippers here and there ignored what 
any of your local business men will tell you is a founda- 
tion principle of all successful business—‘the one-price 
principle. In the long run it will win out in railroading 
just as it has always done in merchandising. 

“Great institutions, organizations, business  enter- 
prises, thrive, if they last, through broadness of mind, 
the confidence of those with whom they do business, 
through industry and competent service, and, above all, 
through integrity. The consolation to all railroad man- 
agers who are working not only to get, but to give, the 
‘square deal’ is that no sort of agitation can permanently 
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destroy confidence in their business except where that 
business is wrong. 

“The point I wish to urge is that the railroad_is an 
essential and important part of every community that it 
enters and touches. That, in so far as,its business at 


_ any one point is concerned, it is a purely ‘local business,’ 


and that it should respond to public sentiment as quickly, 
promptly, honestly and sincerely as any other business 
responds to the demands of its clients. And that, like 
every other business and business man, it should have 
an interest in all that makes for the betterment of its 
supporting community. The church, the Chautauqua and 
the school, these are all great and grand institutions, 
demanding the loyal support of every right-thinking and 
patriotic citizen. The heaven-pointing church spire and 
‘the little red schoolhouse’ stand for ideals without which 
this country could not have advanced. At the same time 
let me bespeak a kindly thought for the little old way- 
side depot. Its iron hands stretch out on either side 
and enable you to clasp hands with all mankind. It does 
for you, in material matters, what these others do fer 
you along spiritual and moral and mental lines. When 
the little old depot comes into its own it will form ‘one 
link of a three-cornered triangle—and the other two wil! 
be the church and school. And if the men who operate 
the depot and its outreaching connections are what they 
should be, then both it, and they, will be worthy of that 
honored company.” 


Attack Oklahoma Rates 


‘Guthrie, Okla., October 1.—Suits asking the federal 
courts to declare invalid certain sections of the state 
constitution—giving the corporation commission the right 
to fix and enforce freight and passenger rates, clothing 
that body with the powers of a court, with the authority 
to fine for contempt and prescribing an intrastate pas- 
senger fare of two cents per mile—have been filed in the 
United States District court for the western district of 
Oklahoma by the Atchison, Topeka & Santa Fe, Gulf, 
Colorado & Santa Fe and Missouri, Kansas = Texas 
railways. 

In addition the court is asked to restrain the com- 
mission from enforcing the maximum passenger rate law 
and twelve of the more important freight rate orders 
issued since the creation of the railroad board. 

It is charged in the petitions of the complainants 
that the two-cent passenger rate is confiscatory and that 
the orders of the commission have made sweeping reduc- 
tions in the freight rate charges of the railroads and 
forced them to carry traffic at unremunerative rates. It 
is alleged that the Missouri, Kansas & Texas suffered 
a net loss of $156,698.49 on its freight business in this 
state last year, while it is set forth that the gross re- 
ceipts of the Atchison, Topeka & Santa Fe for freight 
business for the twelvemonth ending December 31, 1908, 
were $634,330 and the cost of carrying the same $849, 
754.94—a total loss of $215,394.94. It is further alleged 
that up to the end of the last fiscal year the total loss 
traceable to orders of the corporation commission on all 
kinds of traffic on this road amounted to $205.023.89. 

Chairman Love of the corporation commission is 
quoted as saying that the action of the carriers came as 
no night surprise to the board and that the contests over 
the two-cent fare laws in Missouri and Arkansas would 
be tame affairs to what is in store for the -roads insti- 
tuting the present proceedings. 
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Interstate Commerce Board Has Numerous Depart- 
ments—Courtesy to Public Universal 





Inquiry of the Traffic Service Bureau relative to the 
various branches of the Interstate Commerce Commission 
induces us to give information that, while accessible, 
may not be readily so to many of our readers. ‘The 
number of Commissioners and their names are weil 
known, because their movements about the country in 
their official capacity have made the public well ac- 
quainted with who they are and their province of opera- 
tions. It is of the other men connected with the Com- 
mission and of its numerous departments that this article 
brefly treats. 

There is an official secretary to the Commission, 
Edward A. Moseley, well known by name to the public, 
whose duties are to see that all work as prescribed by 
the Commissioners themselves is done. All of the gen- 
eral correspondence of the Commission is handled over 
his name. He is charged with administering the oath of 
office. To him also falls supervision of the Safety Ap- 
pliance Department. This branch is a board for the in- 
vestigation and approval of all devices and inventions for 
the protection of life and property and for looking after 
proper tests of those that are desirable. In connection 
_ with this department are a number of special examiners 
who are responsible for the proper observance of the 
safety appliance law. 

Likewise, under the supervision of Mr. Mosely is 
the Claims Bureau, in charge of James H. Dorman, Jr. 
This department has the adjustment -of claims involving 
reparation through overcharge. 

There is an “Hours of Service” Division also under 
the charge of the secretary of the Commission. Its pur- 
pose is to insure the observance of the laws relating to 
the hours of service of employes of railways engaged in 
interstate traffic. 

Under the same direction is the Block Signal and 
Train Control Board. Attention is given by this board to 
the investigation and testing of block signals, devices for 
the automatic control of trains and any other méchanical 
appliances to promote safety of railroad operation. 

There is a chief clerk to the Commission. This 
office is filled by William H. Connolly. On him devolves 
the duty of looking after the detail and distribution of 
the work of the Commission. He also has charge of 
general correspondence, its assignment and apportioning 
and the reception and attention to the wants of visitors. 

The chief of the Bureau of Tariffs is J, M. Jones. 
He has charge of the examination of all tariff publica- 
tions, the proper filing and care of same and the careful 
observance of the law covering rates. Nearly everyone 
in business must some time or other be in touch with 
this department. 

The Law Department is in charge of Livingston 
Vann. This division compiles the reports of the Com- 
mission and makes the citations for the Commissioners 
of the court decisions, state and federal, they may use in 
handing down decisions. ; 

Silas H. Smith, chief special agent, is in charge of 
the Division of Prosecutions. Under his direction special 
agents investigate breaches of carriers of sufficient grav- 
ity to warrant prosecution or acts of doubtful propriety. 

The Interstate Commerce Commission also has a 
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corps of special examiners who are engaged in investi- 
gating questions referred to them and who are frequently 
occupied with hearings in various parts of the country 
for which they have been detailed. Their recommenda- 
tions and briefs of such investigations are placed before 
the Commission for a decision, The work in this branch 
of the service involves a thorough legal training. 

Walter E. Burleigh, assistant statistician, is in im- 
mediate charge of the Statistical Department of the Com- 
mission. Professor Henry C. Adams heads this. division. 
Accounting of railways, expenditures, monthly and yearly 
reports and the reeord of accidents are covered by this 
branch of the service. F 

The Bureau of Corporations, though not a part of the 
Interstate Commerce Commission, co-operates in many 
ways with the workings of the Commission. 


Attack “Big-Vein” Coal Rate Order 


Philadelphia, Pa., October 1—The Pennsylvania and 
five other coal-carrying railroads have filed a suit in 
equity in the. United States Circuit court here asking 
that the order of the Interstate Commerce Commission 
in the case of the. American Coal company and the 
Wachovia Coal company versus the Baltimore & Ohio 
et al. be enjoined. 

The decision in question involves the rates on “big- 
vein” coal from the George’s Creek basin in Maryland 
to tidewater. Concerning these, the Commission in its 
syllabus said: 

“Upon the testimony adduced of record, Held: (1) 
That the defendants’ rates on big-vein coal from George’s 
Creek basin in Allegan county, Maryland, to tidewater, 
when going over the piers to destination outside the 
Delaware and Chesapeake capes, are unreasonable and 
unduly discriminatory and ought not to exceed the rates 
contemporaneously in effect on small-vein coal from the 
same district and on coals from the Meyersdale, Austen- 
Newburg and Upper Potomac districts in Pennsylvania 
and West Virginia when water-borne to the same des- 
tinations. (2) That the defendants’ rates on coals mined 
in the George’s Creek basin, when destined to points in 
New York, Pennsylvania, New Jersey and New England, 
are unreasonable and discriminatory and ought not to 
exceed the rates to the same destinations from the Mey- 
ersdale, Austen-Newburg and Upper Potomac regions.” 

The complainants in the suit in the federal courts 
contend that the order of the Commission, requiring the 
abolition of the 15-cent differential against big-vein coal, 
will make competition between big and small vein coal 
unsuccessful and will reduce the revenues of the carriers 
more than $150,000 annually. 





DISMISSES PETITION FOR NEW STATIONS. 


Harrisburg, Pa., October 1—The state railroad 
commission has dismissed the petition of Robert S. Mc- 
Clure et al., asking for the establishment of local freight 
stations along the low grade line of the Pennsylvania 
between Atglen and Columbia. 


LOADED CAR MOVEMENT INCREASES. 
Indianapolis, Ind., October 1—For the week end- 
ing September 18, 26,348 loaded cars were received and 
forwarded through this gateway. This is an increase 
over the figures for the corresponding periods in 1908, 
1907 and 1906. 
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Canada Makes Rap‘d Strides in Commerc’al Develop- 
ment and Independence; Effuct of New Trans- 
continental Line on American Traffic 





By Samuel H. Barker, 
Financial Editor, The Philadelphia North American.* 

Canada is forging ahead with her material develop- 
ment in a way little realized in the United States. She 
appreciates her opportunities, and her statesmen and men 
of affairs are working to a broad policy of continuing 
accomplishment. 

Already: big results have been accomplished. Still 
greater are on the point of realization. With a popula 
tion of only 7,184,000, or less than that of the state of 
Pennsylvania, the huge British dependency to the north 
of us is preparing to give full account of herself. She 
intends to be an important factor in the civilized world. 

“Canada is fully conscious of the immense possibili- 
ties which the future holds for her, and every effort 
which prudence and enterprise can suggest is being used 


to improve existing opportunities. It is most interesting - 


to note what the results have been so far. There has 
been a vast increase in shipping from the Great Lakes 
to the sea; Boston and New York have lost the European 
grain trade to Montreal; St. John is now in a position 
successfully to compete with Portland for the winter 
trade, and the Canadian route is being recognized as the 
quickest and shortest for through transportation from 
Hurope to. Asia.” 

That is the view, officially stated, of J. B, Hunter, 
deputy minister of public works of the Dominion of Can- 
ada. The same idea permeates down to the conservative 
watchman on the magnificent steamship piers of Mon- 
treal, who observed laconically that, in spite of the lib- 
eral party, the export grain trade of North America is 
going to move down the St. Lawrence river. 

For the first time, Canada’s new transcontinental 
railroad will this fall patricipate in bringing out the grain 
crop of the three northwest provinces—Manitoba, Sas- 
katchewan and Alberta. While a large part of this grain 
will be turned over to the old lines at Winnipeg, much 
of it will be carried through to Port Arthur, on Lake Su- 
perior, and there be transferred to steamships for trans- 
portation to the East. 

Surpassing in magnitude any railroad project in 
America ever conceived at one time and undertaken as 
a whole, the National Transcontinental Railway of Can- 
ada is now far on its way to completion. Every foot of 
the way on Canadian soil, it is to extend from Moncton, 
in New Brunswick, west to Prince Rupert, in British Co- 
lumbia, a through distance of 3,561 miles. Included in 
the project are a number of important branch lines, of 
which one is completed and six are under construction. 

Authorized by special act of the Dominion Parliament 
in 1903, the transcontinental railway project was divided 
between the Canadian government and the Grand Trunk 
Pacific Railway company, $25,000,000 of whose stock is 
to be held by the old Grand Trunk Railway company. 
The eastern half of the line, from Moncton to Winnipeg, 
is being built by the government and paid for largely by 
sale of Canadian 3% per cent bonds in London. 

Up to the end of last year the total government ex- 
penditure on the line was $45,924,157. At the present 


*Reproduced by special permission of the North American. 


time 470 miles of track are laid and about half of the 
grading for the entire eastern division is completed, 
while the whole of it is under contract. In a very suc- 
stantial way the government stands behind the Grand 
Trunk Railway company on its part of the undertaking, 

The western division of the transcontinental line is 
being built and will be owned by the company, which 
will lease the eastern division for fifty years, for the 
first seven years without rental and for the next forty- 
three years at 3 per cent on its construction cost. The 
western division is divided into a prairie section of: 916 
miles, all in operation, and a mountain section of 840. 
miles, of which 340 miles is under construction. 

What the government does to underwrite the com- 
pany is to guarantee for fifty years bonds of the railroad 
to the amount of $13,000 per mile on the prairie section, 
and for three-quarters of the cost of the mountain sec- 
tion. It also undertakes to pay the interest on the moun- 
tain section bonds, guaranteed for.seven years after com- 
pletion of the line. This extension of government credit 
has enabled the company to raise capital for construction 
of the railway at about 3% to 4 per cent interest. 

At the present time the whole of the prairie section 
is completed, also the branch line to Port Arthur and 
the intermediate stretch of government line, giving for 
operation a continuous line from Wolfe creek, 123 miles 
west of Edmonton, to Lake Superior, a distance of 1,349 
miles. ._East from Prince Rupert track is being laid on 
100 miles of graded roadway, and another 140 miles of 
‘line is under contract, as is also a 100-mile section west 
from Wolfe creek to beyond Yellow Head pass, where the 
Rocky mountains are crossed, 

This leaves only 500 miles of the entire transconti- 
nental line which is not completed or under contract. 
It is now confidently believed that the railway will be 
entirely completed by 1913. In round figures, $80,000,000 
of securities have so far been issued by the Grand Trunk 
Pacific Railway company in financing its part of the huge 
undertaking. It is now estimated that the total cost of 
the entire line and the branch lines undertaken will be 
about $225,000,000. 

All this detail illustrates the magnitude of this one 
Canadian project and the progress made with it. Now 
for its purpose. This is to cut Canada free in transpor- 
tation from the United States, and to enable the Cana- 
dian people, through their government, to keep a potent 
hand on the essential function of transportation. Part of 
the agreement between the government and the Grand 
Trunk Pacific Railway company, which is to operate the 
national transcontinental line under a fifty-year lease of 
the government part, is that it shall be kept available to 
the use of other railroads requiring a free outlet from 
the Canadian west to the eastern sections of the do 
minion. 

Nor- is that all. This national transcontinental line 
is designed to strike off all present trade shackles which 
hold Canada dependent upon the good-will of the United 
States. This country now freely allows the bonding-in- 
transit privilege on Canadian goods shipped across the 
United States. A glance at the map will show how, un- 
-der existing transportation conditions, the Canadian na- 
tion must suffer should the ill will of the American na- 
tion be aroused. 


For five months of the year the St. Lawrence is ice- 


bound, and Canadian foreign trade moves across Maine 
to’ Portland and St. John, or even via Boston and New 
York. True, this traffic might be forced around by the 
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Intercolonial railway to St. John and Halifax, and some 
of it does take that route. But the new transcontirental 
line will stretch across Canada, linking Atlantic seaports 
with Pacific seaports, and enable Canadians to trade 
with the world without having to ask any favors froni 
the United States, and without having to take-a circuit- 
ous route, \ 

And this all-Canadian railroad will be in no way 
beholden to any United States laws, and can, and doubt- 
less will, make rates and traffic regulations with an eye 
fixed on greater Canadian development. It will, as a 
simple business proposition, pursue a policy calculated 
to retain to Canada her own trade and to draw through 
her gateways as much American traffic as possible. 

The national transcontinental railway is being con- 
structed to work economically. It is being built to twen- 
tieth century standards. Throughout its entire 3,561 
miles the maximum grade eastbound will be twenty-one 
feet in a mile, and westbound thirty-one feet. - These 
gradients are far less than on any railroad now. leading 
across the continent. On the Northern Pacific and Great 
Northern maximum grades of 116 feet to the mile are 
encountered; on the two newest American lines, the St. 
Paul and Western Pacific, 53-foot grades exist. 

Two days’ travel and 800 miles of distance will be 
taken out of the trip from Liverpool to Yokohama by 
Canada’s transcontinental railway. Its western terminus 
is at Prince Rupert, now a town of about 2,000 people, 


where only three years ago primeval forest stood to the. 


the water’s edge. This future seaport, with its magnifi- 
cent harbor, rock-free and having deep water right up 


to the wharf front, is only forty miles south of the Alas-. 


kan boundary. 


Yet, strange as it may seem, Prince Rupert is no 
further north than Liverpool, and in winter its harbor 
is free of ice. For this future Canadian seaport the 
Grand Trunk Pacific railway secured 24,000 acres of land, 
in the disposal of which the province of British Colum- 
bia has a quarter interest. A city plan having ‘been laid 
out, an initial auction of lots was held last May in Van- 
couver. This resulted in sales at prices 50 to 100 per 
cent above those fixed upon as minimum. To date, 5,000 
of the 10,000 lots laid out have been sold. The record 
price is $16,500 for a piece of ground 60 by 100 feet. 
Such is one measure of Canadian confidence in the future 
of Caneéa, 


Rates on Handkerchiefs Upheld 





Albany, N. Y., October 1—The public service com- 
mission for the second district has ordered the dismissal 
of the complaint of Phillips & Hyman against the Adams 
Express company. The complaint alleged that.the rate 
of 75 cents per hundred pounds assessed by the defend- 
ant carrier for the transportation of handkerchiefs in 
bundles from points in the Borough of Manhattan, New 
York city, to City Island, Borough of the Bronx—said 
rate including collection and delivery service—was un- 
just and unreasonable. terres 

In dismissing the complainant’s contention, the com- 
mission held that the rate did not appear to be either 
unjust or unreasonable, because of the difficulty of trans- 
portation and the collection and delivery service. These, 
it is said, constitute twenty-seven per cent of the gross 
receipts. 
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DECISIONS OF CANADIAN BOARD 


Dominion Commission Passes on Application Brought 
Under Ra lway Act of Canada 





Twine Rates Not Discriminatory 
THE BOARD OF RAILWAY COMMISSIONERS FOR 

“ CANADA. 

Order No. 7897. 
HON. J. P. MABEE, Chief Commissioner. 
D’ARCY SCOTT, Assistant Chief Commissioner. 
S. J. McLEAN, Commissioner. 
In the matter of the complaint of the Plymouth 


. Cordage company of North Plymouth, in the state of 


Massachusetts, and Welland, in the province of Ontario, 
alleging that the rates charged by the Grand Trunk 
Railway Company of Canada, the Michigan Central and 
Wabash railroad companies, on binder twine, in carloads, 
from Welland, Ontario, to Canadian points west of Wel- 
land, were unjustly discriminatory with respect to the 
rates charged on the same article from Buffalo and 
Auburn, in the state of New York, North Plymouth, in 
the state of Massachusetts, Detroit, in the state of 
Michigan, and Chicago, in the state of Illinois, in the 
United States of America; and applying for an order 
directing a refund in connection with certain alleged 
overcharges. 

Upon hearing the complaint in the presence of 
counsel for the complainant, the Canadian Freight asso- 
ciation, the. Canadian Pacific and the Grand Trunk 
railway companies, and what was alleged by counsel 
aforesaid— 

It is ordered, That the complaint be, and it is 
hereby, dismissed. 

And it is further ordered, That the Michigan Centrai 
Railroad company be, and it is hereby, authorized to 
refund to the applicant company the sum of two cents 
per 100 pounds in respect of the four carloads of binder 
twine shipped by the applicant to Wallaceburg, Dresden 
and Wheatley, in the province of Ontario, befng the 
difference between the legal rate of 18 cents per 106 
pounds and the rate of 20 cents per 100 pounds eharged 
and collected by the railway company on the said ship- 
ments. 

JUDGMENT. 

Complaint: (a) That freight rates from Welland, 
Ontario, to Canadian points are unjustly discriminatory 
as compared with rates from North Plymouth, Mass., 
Buffalo, N. Y., Auburn, N. Y., Detroit, Mich., and Chi- 
cago, Ill, ‘ 

(b) Application for refund in connection with cer- 
tain alleged overcharges. 

Mr. Commissioner McLean: : 

Complaint Regarding Discrimination. 

A rate of 10 cents per 100 pounds on binder twine, 
in carloads, has, for some years, been in effect on the 
Grand Trunk, the Michigan Central and Wabash rail- 
ways from Welland to Detroit and Port Huron. At the 
same time the rate from Welland to Sarnia and Windsor 
is 18 cents; other intermediate points are on a higher 
basis than the 10-cent rate. The_applicants point to 
the rates from Auburn and North Plymouth as evidence 
of discrimination. From Auburn through this territory 
there is a rate of from 13 cents to 14 cents, which is, 
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without exception, lower than the rate from Welland 
to the same. mainline points up to and _ including 
Sarnia and Windsor. From North Plymouth the rates 
vary from 18 cents to 19 cents. Reliance is placed on 
the Auburn rate as showing discrimination. As evidence 
of apparent discrimination, reference may be made to 
the fact that the rate quoted from Auburn to S&t. 
Thomas, a distance of 253 miles, is 13 cents, while from 
Welland to St. Thomas, a distance of 104 miles, it is 
15 cents. Application was made that the 10-cent ‘rate, 
the Buffalo rate, be established as the maximum to in- 
termediate points. It thus appears that the issue as 
made at the hearing was much narrower than that con- 
tained in the original application, in that it relied upon 
the Buffalo rate alone as the measure of the alleged 
discrimination. 

In the course of the hearing, counsel thus narrow- 
ing the issue to that of Buffalo rates, based his ap- 
plication on section 326 of the Railway Act, contending 
that the Buffalo rate, enjoyed by Welland, should be the 
maximum, thus placing the existing rates to inter- 
mediate points within the inhibitions of the “long and 
short haul’ clause. It was also contended by counse} 
that the provisions of the order in the international rate 
case were, by implication, applicable here. Various 
complications arise out of the inter-relation of classifica- 
tions at the eastern and western gateways of the west- 
ern peninsula of Ontario. These are set forth by the 
chief traffic officer of the board: 

“Binder twine, in carloads, is carried from Welland 
at the fifth-class tariff rates in accordance with the 
Canadian Classification, there is no commodity schedule. 
In the Official Classification twine of all kinds is rated 
fourth class in carloads; but in practice binder twine 
for harvesters is carried at sixth class throughout what 
seems to be the entire Central Freight association and 
Trunk Line territories in the United States, also be- 
tween United States points and points in Ontario on 
the direct lines between the Niagara, Detroit and §&t. 
Clair rivers; to Ontario points off these direct lines 
fifth-class rates are charged. If the companies applied 
these lower than fourth-class basis by specific com- 
modity tariffs these would be in effect only from the 
few points where binder twine is actually manufactured; 
but they do it, instead, by an ‘exception to the Official 
Classification,’ which makes the arrangement a general 
one from other points, including Buffalo, where no bind- 
er twine is made. From Buffalo, however, it is only 
the Michigan Central that applies the sixth-class basis; 
the ‘Grand Trunk does so only to Detroit, Port Huron 
and United States points west to its Canadian stations; 
this company applies neither the sixti nor fifth, so that 
the complainants are wrong in making a comparison to 
Grand Trunk stations with anything lower than the tull 
fourth-class from Buffalo. 

“As regards the order of the board No. 3258 (the 
International and Toronto Board of Trade cases), com- 
plainants take the position that if the board had been 
asked to do so at the time that order would have been 
made to apply westbound as well as eastbound. The 
order related to eastbound rates only, as the westbound 
situation was not before the board. In effect, however, 
by the rescission of clause 1 of the order, and by mak 
ing the ‘town’ tariffs operative both ways, the provi- 
sions of the order, so far as the class rates are con- 
cerned, practically do apply in both directions. Scale 
‘A’ of that order was framed so that the first-class rates 
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from Windsor, as the maxima, should not exceed the 
first class from Detroit, and the lower classes were 
graduated in accordance with the Canadian scale, for 
the Detroit tariff could not be made the standard with- 
out either adopting the Official Classification in Canada, 
or dislocating the Canadian rate scale. The first-class 
rate from Buffalo to Windsor and Sarnia being the same 
as from Detroit and Port Huron to Canadian points on 
the Niagara river, it follows that the class tariff from 
Welland to Ontario points west is, so far as the board 
can make it, no higher than from Buffalo; the first-class 
rates in the majority of cases are, in fact, lower; and 
notwithstanding the different rate scales under the 
two classifications, the fourth class from Welland (which 
would apply were the Official Classification adopted 
without the ‘exceptions’) are but little higher than the 
fourth class from Buffalo. But here the complainants 
cite clause ‘j’ of Order 3258, as amended by Order 3617, 
and say that as the commodity rate on binder twine 
from Buffalo and Detroit to Port Huron is 10 cents, and 
on the Michigan Central is the rate to Windsor and 
Sarnia also, that rate could not be exceeded to inter- 
mediate. points if the board would make the declara- 
tion that with respect to traffic from points on the Cana- 
dian side of the Niagara river Order 3258 applies west- 
bound also, so that commodity as well as class rates 
would be. affected. Obviously the board can do this; 
or it can. decide to limit the scope of its inquiry to the 
particular commodity in question, namely, binder twine.” 

I am not satisfied that we should make such a gen- 
eral declaration in advance of a wider investigation than 
is brought up before us. Nor is it clear that it would 
afford adequate relief if a declaration were made as 
to the commodity rate on binder twine from Buffalo for, 
as the board’s traffic officer points out: 

“the railway companies might without injury to 

themselves, seeing that binder twine is not 

produced in Buffalo, cancel the application of 
the exceptional classification from the city, or 

by substituting commodity tariffs on binder 

twine, would exclude -Buffalo.as a _ shipping 

point.” 

Aside from the question, whether the board should 
give the construction to the international rate order 
which is asked for, there is the more important ques- 
tion what injury, if any, is inflicted upon the applicant 
by the existing situation. As the matter presents itself 
to me, the question of the Buffalo rate has no bearing 
on the question whether the rates intermediate between 
Welland and Detroit and Port Huron are discrimina- 
tory. ' Buffalo does not manufacture binder twine and 
the rate is, in effect, a paper one. So far as the exist- 
ing rate from Welland to Port Huron and Detroit is 
concerned it is in reality a rate for furtherance. 

The chief traffic officer of the board has made a 
recommendation that the Welland rates to intermediate 
points be scaled down to the Auburn basis. After care- 


ful consideration I find myself unable to accept this — 


recommendation. : 

As has already been indicated the rate quotations 
do, on the face of them, appear to show very grave dis- 
crepancies. In view of the fact that binder twine comes 
in free of duty, it might be expected that the lower rate 
basis would mean serious competition between *Auburf 
and Welland. It is, however, alleged by the railways 
that there is no movement of binder twine from Auburn 
into Canada. The applicants do not controvert this 


¢ 
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statement.’ It follows, then, that under existing con- 
ditions and notwithstanding the lower rate basis there 
is no competition. The rate is, in effect, a paper rate 
and cannot be used as a measure of the reasonableness 
of rates from Welland to intermediate Canadian points. 
If a different state of facts arose, it would be pertinent 
to consider the Auburn rate. A 

I am of opinion that the complaint in regard to dis- 
crimination should be dismissed. 


Application for Refund. 

The chief traffic officer of the board states: 

“Reparation—The claim for reparation covers nine 
carloads, namely, two to Wallaceburg, one each to Dres- 
den, Wheatley, Ridgetown, Chatham, Essex, Tilbury and 
St. Thomas. With the exception of the shipments to 
Wallaceburg, Dresden and Wheatley, the rates. charged 
were in accordance with the tariffs lawfully published 
and filed, and the Railway Act does not give the board 
the authority to order reparation in such cases. TO 
Wallaceburg, Dresden and Wheatley, however, the rate 
charged, namely, 20 cents per 100 pounds, was taken 
from a commodity tariff issued in June, 1907 (C. R. C. 
977), which ought to have been amended when the 
Michigan Central issued its ‘town’ tariff from Welland 
under the provisions of Order $258. Having drawn the 
attention of the company’s division freight agent at 
Buffalo to this omission, he. writes me that a supple- 
ment correcting the tariff is being issued. The lawful 
rate to these three points was the fifth-class rate of 
18 cents rer 100 pounds as prescribed by the board and 
in accordance with the Canadian Classification. At the 
company’s freight claims agent has taken the ground 
that the rate charged was the legal rate, the company 
should be directed to refund the overcharge of 2 cents 
per 100 pounds on these three carloars.” 

On the four cars shipped to Wallaceburg, Dresden 
and Wheatley a rate of 20 cents was charged when the 
legal rate was 18 cents. The company should be au- 
thorized to refund the difference between the 18-cent 
and the 20-cent rate, as charged. 


Sante Fe Has Prosperous Year 





The report of the Atchison, Topeka & Santa Fe rail- 
way for the fiscal year ending June 30, 1909, shows that the 
net’ earnings were equal to approximately 10.23 per cent 
on the amount of common stock outstanding upon which 
dividends were paid during the year. This showing was 
made after deductions of $4,000,000 for additions and 
bettermenis and $158,230 for the fuel reserve fund had 
been made. During the year, however, the company is- 
sued $18,603,000 common stock. This brought the total 
up to $121,559,500. After making the deductions before 
mentioned the net earnings on this amouut.of stock were 
equal to 9.48 per cent. 

Out of these earnings there was appropriated’ $5,000,- 
000 for future expenditures. After dividends and appro- 
priations, a surplus of $398,520 was carried to the profit 
and loss account for the year out of the balance of the 
net earnings, which amounted to $20,417,990. 

In the company’s report, the following statement is 
made relative to the system of bookkeeping adopted: 

“For many years it has been the company’s policy 
to make out of income large expenditures for additions 
and betterments. At times such expenditures have been 
made without the books showing any addition on that 
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account to the cost of property, such expenditures being 
‘written off. Rules promulgated by the Interstate Com- 
merce Commission require that for the ensuing fiscal 
year such expenditures out of income shall not be writ- 
ten off, but shall be added to the cost of property, and 
that appropriate entries shall be ‘made on the liability 
side of the balance sheet to show such expenditures and 
to show also any unexpended appropriations from income 
set aside for such expenditures in the future. 

“Your board has concluded that it is wise for the 
fiscal year just closed to adopt a similar method. There- 
fore, the sum of $9,000,000 of the income for the year 
has been appropriated for additions and betterments, 
$4,000,000 being expended during the year and the remain- 
ing $5,000,000 being reserved to be expended in the fu- 
ture.” 

The income account shows an increase of $3,647,920, 
or 4.02 per cent, in operating revenues, and 4.5 per cent 
in income, from all sources, compared with the previous 
year. There was a reduction of $3,573,563, or 5.8 per 
cent, in expenses, resulting in an increase of $6,739,104 
in net from operation. Fixed charges increased $968,780. 
Following is the statement: 


— 30, June 30, 

; 1909. 
Total operating revenues................... $90,617,796 $94,265,716 
Income from other sources............ce00 1,974 4,158.375 


Income from all sources......... See ies $91,289,770 $95,424,091 
Expenses, including taxes, rentals and 


CET SHON oi ocr ets tre tis Ree 65,031,582 61,458,019 
26,258,187 $33,966, 

Fixed charges, including accrued sneeviot” % Peet 

Gm Saustment RONG. «...0 <.4.06000 cvscdee 12,579,301 13,548,081 

GUS icbitisiachi en bia. a $13,678,886 $20,417,990 


From the net income for the year the following sums 
have been deducted: 


Dividends on preferred stock— 


No. 21 (24%%), paid Feb. 1, 1909.............. $2,854,345 
No. 22 (244%), paid Aug. 2, 1909............. 2,854,345 
5,708, 
Dividends. or common stock— ° meme 
No. 16 (2%%), paid Dec. 1, 1908............ $2,573,912 
No. 17 (2%%), paid June 1, 1909.............. 2,578,637 
$5,152,550 
Appropriation for fuel reserve fund......... 158,230 
Arpropriated for additions and betterments— 
DxpenGed Gustine . YORE. oi<.o 5. s04.00e soscnweecds $4,600,000 
Reserve for future expenditures............. 5,000,000 





$9,000,000 $20,019,470 


Surplus carried to profit and loss..................0c00- $ 398,520 
Surplus to credit of profit and loss, June 30. 1908...... 20,352,865 
Amount written off property accounts in 

respect of expenses and discount on bond 

GE sce back Cece cota ads tbe ihc wu $1,487,500 





Grade revision work—abandoned line........ 541.888 
- $2,029,388 
Additions to profit and: loss account, net.. 99,253 





$1,930,135 $18,422,730 
Surplus to credit of profit and loss, June 30, 1909. ...$18,821,250 


CLOSES FREIGHT RECEIVING STATION. 


Owing to the disturbance of the tracks because of 
track elevation, the Western Avenue (Chicago, IIl.) 
freight receiving station of the Chicago Terminal] Trans- 
fer railroad and the adjacent team tracks have been 
closed and the receipt of less than carload business for 
distribution to the following roads has been discon 
tinued: Atchison, Topeka & Santa Fe; Baltimore & 
Ohio; Chicago & Alton; Chicago, Cincinnati & Louisville; 
Chicago Great Western; Chicago, Milwaukee & St. Paul; 
Chicago & Eastern Illinois; Chicago, Rock Island & Pa- 
cific; Illinois Central; Soo Line and Wabash railroads. 
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LEADING COMMERCIAL AND 
TRAFFIC ORGANIZATIONS 


The National industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation inierests. 
Membership—Those eligible as members 
are traffic directors, managers, com- 
missioners or other officials in charge 
of traffic of industrial or commercial 
organizations and traffic officers of rep- 
resentative shipping concerns in the 
United States. 

Officers 
J. C. Lincoln, President 
Comm’r Merchants’ Exchange Traffic 
a, St. Louis, Mo. 


J. F. Rya Vice-President 
* = virhe National Supply Co., To- 
edo, 


W. E. Cooke. 
T. M. Automatic Electric Co., Chi- 
cago, Ill 

Executive Committee 

H. C. Barlow, Chicago, Ill. 

T. D. Chgo. Assn. of Com. 
1 Chicago, Il. 


Pittsburg, Pa. 

¥.. A, Pi tsburg Plate Glass Co. 

F. T. Bentley Chicago, Ill. 
¥.. . Me: Miinois Steel Co. 

L. B. Boswell, Quincy, Ill. 
Comm ’r Quincy Freight Bureau. 

lL. &. oar Muncie, Ind. 
T. M. Ball Bros. Glass Co. 

P. M. Hanson, St. Louis, Mo. 
Chm. Trans. Com., Missouri Mfrs. Assn. 

W. M. Hopkins, Chicago, Ill. 
Mer. Trans. Dept. Board of Trade. 

H. G. Wilson, Kansas City, Mo. 
Comm’r Trans. Bureau of Com’l Club. 

E. J. McVann, Omaha, Neb. 
Mer. Comn’l Club Traffic Bureau. 

.F.. B. Montgomery, Chicago, Ill. 
Mer. Traffic Dept. International Har- 

vester Co. 

J. Keavy, Indianapolis, Ind. 

Comm’r Indianapolis Freight Bureau. 


ILLINOIS. 


Lake County Manufacturers’ Association, 
E. P. Sedgwick, Pres.. Waukegan. 
Manufacturers’ Association of Chicago 


Heights, B. W. Edwards, Sec., Chicago 
Heights, 


MINNESOTA. 


Northern Pine Manufacturers’ Associa- 
tion, J. E. Rhodes, Sec., Minneapolis. 


MISSOURI. 


Business Men’s League, P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bldg.. 
St. Lovis. 

Kansas City Transportaticn Bureau of the 
Commercial Club, H: G. Wilson, Trans. 
Comm/’r, 105-6-7 Board of Trade Bldg., 
Kansas City. 


NEW YORK. 

Albany Chamber of Commerce, Wm. B. 
Jones, Sec., 95 State St., Albany. 

National Wholesale Grocers’ Association, 
A..H. Beckman, Sez., 6 Harrison St., 
New York. 

Syracuse Chamber of Commerce, H. C. 
Clark, Sec., Syracuse. 


OHIO. be 


Cleveland Chamber of Commerce, Munson 
A. Havens, Sec., Cleveland. 


WASHINGTON. 


Pacific Coast Lumber Manufacturers’ As- 
sociation, Victor H. Beckman, Sec., 603 
Lumber Exchange, Seattle. 


WISCONSIN. 


Merchants’ and Manufacturers’ Assocla- 
tion, Wm. G. Bruce, Sec.,_46 University 
Bldg., Milwaukee. 


Secretary-Treasurer . 
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COMPLAINTS BEFORE COMMISSION 


Digest of Petitions Lodged with Interstate Commerce Board During 


Past Week 





Ball, F. W., of San Francisco, Cal., 


vs. P. & L, E, et al. (2867). 

Complainant alleges that he has 
been charged the excessive rate of 
$1 per 100 lbs, freight on one car- 
load of oil, shipped from Coraop- 
olis, Pa., to San Francisco, Cal., 
Feb. 27, 1909, and that the rate 
should have been 90c per 100 Ibs. 

Reparation asked, $44.92. 

J. O. Bracken, attorney for com- 
plainant, San Francisco, Cal. 


Canadian Valley Grain Co. of Calvin, 


Okla., vs. C. R. I. & P. and St. L. 
I, M. "& S. (2865). 

Complainant alleges that defend. 
ants quoted a rate of 24%c for trans- 
porting one carload of snap corn 
from Calvin, Okla., to Arkadelphia, 
Ark., May 8, 1908, but that it after- 
ward developed that such quotation 
was illegal, there being no through 
rates in effect, and in lieu of the 
24%c rate, defendants charged 
29%6c, plus $13 for demurrage. 

Complainant alleges that defend- 
ants fajled to post a tariff for pub- 
lic inspection and that the ship- 
ment should have been moved at 
the rate as quoted. 

Reparation asked, $56.14. 

L. F. Bird, attorney for complain- 
ant, Kansas City, Mo. 


Davies, Edw. G., of Chicago, Ill., vs 


Ill. Cent. (2862). 

Alleged excessive unloading 
charges on fruits and vegetables at 
Chicago. 


Complainant alleges that the de- 
fendant, prior to January 1, 1908, 
had in effect certain tariffs apply- 
ing on domestic fruits and vege- 
tables from points in Louisiana, 
Mississippi, Tennessee and Ken- 
tucky, to Chicago; that such rates 
have since been in effect without 
any substantial change, and that 
when originally established these 
rates contemplated the cost of un- 
loading and assorting into piles, for 
the various owners, fruits and vege- 
tables in packages in consolidated 
cars; that defendant during the ex- 
istence of such tariffs, and until 
January ‘1, 1908, unloaded and as- 
sorted upon its fruit platform, such 
consolidated carloads of fruits and 
vegetables in packages without any 
additional cost to consignee; that on 
January 1, 1908, and for a time 
after, it has charged 1%c per 100 
Ibs. as a so-called unloading charge, 
and has subsequently changed such 


charge, and collected on a basis of 
le, 


Complainant asks that defendant 
cease the practice of making any 
charge for this so-called unloading 
expense, and that such unloading 
and assorting of fruits and vegeta- 
bles be performed now, as was for- 
merly done by defendant, prior to 
Jan. 1, 1908, 


xc BE. P., of Marietta, Ga., vs. L. 


(2864). 
pe alleges that any rate 


in excess of 27¢ per 100 Ibs. freight 
on canned peaches in carload lots, 
from Oakhurst, Ga., to either Cin- 
cinnati, O., or Lexington, Ky., is 
excessive and unreasonable, that de- 
fendant has charged freight on 
two carloads of peaches, for Cin- 
cinnati, O., at a rate of 70c, and 
on one carload for Lexington, Ky., 
at rate of 58c. 
Reparation asked, $69.24. 


Gisholt Machine Co. of Madison, 


Wis., vs. C. C. C. & St. L. et al. 
(2868). 

Complainant alleges that it has 
been charged 77c freight on one 
iron-working machine, shipped from 
Detroit, Mich., to Madison, Wis., 
Feb, 23, 1909, and Tic freight on 
iron-working machines in carloads, 
shipped to same point from Cincin- 
nati, O., during April and May, 
1909; that such rates were excess- 
ive and unreasonable and should 
have been based on the combina- 
tion rate of 51%c in effect at the 
time of the shipments. 

Reparation asked, $43.48. 


Lemmon Lumber Co. of Lemmon, S. 


D., vs. C. M. & St. P. and C. M. & 
P. S. (2860). 

Complainant alleges that it has 
been charged the third-class dis- 
tance tariff rate for transporting 
6,370 lbs. of building paper from 
Sioux City, Ia., to Lemmon, S. D., 
shipment having moved Oct. 26, 
1907; that such rate was then and 
is now excessive and unreasonable, 
and that 79c per 100 Ibs. was (and 
is) the proper rate. 

Reparation asked, $12.74. 

Leonard Brisley, Minneapolis, 
Minn., attorney for complainant. 


Lull, Chas. R., Co., of Milwaukee, 


Wis., vs. M. St. P. & S. S. M. 
(2863). 

Complainant alleges that 10c 
was (and is now) the proper 


freight rate on bran in carloads, - 


from Minneapolis, Mini, to Marsh- 
field, Wis.; that it shipped one car 
of bran from and to above points 
Nov. 3, 1908, car being originally 
billed to Amherst, Wis., at 10c, but 
on arrival was refused by con- 
signee. Order was then given to 
reconsign the car on the original 
waybill’ to Marshfield, provided 
there were to be no additional 
charges. Instead of reconsigning 
the car without charge, defendant 
had same rebilled from Amherst to 
Marshfield, 48 miles, at 10c. 
Reparation asked, $40. 


Oelsen, Oscar C., of Lemmon,-.S. D., 


vs. C. M. & St. P. and ©. M. & 
P. S. (2869). 

Complainant alleges that he has 
been overcharged $8.01 freight on 
coal hods and stoves (lL. C. L.), 
shipped from St. Paul, Minn., to 
Lemmon, S. D., Oct. 8, 1907; that 
the rates of freight assessed were 
based on the sum of the locals on 
the Missouri river and were excess- 
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ive, andsthat the through rates es- 
tablished by defendants Nov. 26, 
1907, were the proper rates, 


Leonard Brisley,. attorney for 
complainant, Minneapolis, Minn, 


Rehlberg & Co., Amos, of Janesville, 
Wis., vs. Erie, C. & N. W. and 
Chi. & Erie (2859). 

Complainant asks reparation in 
the sum of 22c, claiming to have 
been charged freight at the rate of 
$1.10 per 100 Ibs. by defendants for 
the transportation of one case of 
clothing (300 Ibs.) from New York 
City to Janesville, Wis., Jan. 23, 
1906. 


Complainant alleges that the com- 
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on Waukesha, Wis., was the proper 
rate at time of the shipment. 

G. M. Stephen, attorney for com- 
plainant, Chicago, Ill. 


Shindler, D. D., of San Francisco, 


Cal., vs. C. & N, W. and A, T. & 
S. F. (2866). 

Complainant alleges that the 
proper freight rate for transporting 
fireplaces and grates in carload 
quantities, 3 from Chicago to San 
Francisco and Oakland, Cal., should 
have been $1.35 per 100 Ibs.; that 
defendants have charged $1.45 per 
100 Ibs. prior to Jan. 1, 1909, and 
$1.50 per 100 Ibs. since that date 
for transporting above articles, and 
that such rates are excessive and 
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Reparation asked, $231.15. 
J. O. Bracken, attorney for com- 
plainant, San Francisco, Cal. 


Winkel, J. A., & Co., of Hettinger, 


N. D., vs. C. M. & St. P. (2861). 

Complainant alleges that it has 
been charged the excessive Mis- 
souri river combination freight rate 
on one carload of building paper 
transported from Minneapolis, 
Minn., to Hettinger, N. D., by de- 
fendant, Oct. 28, 1907, and claims 
that a 51%c rate on building paper 
was placed in effect by defendant 
between above points on Nov. 26, 
1907, and that its shipment should 
have been moved at the latter 
named rate, 


bination rate of $1.03 per 100 Ibs. unreasonable. 


Reparation asked, $99.77. 








Washington Grain Rates Down 


eee 


Olympia, Wash., October i—A reduction of 12% 
per cent in the intrastate grain rates on all lines of the 
Northern Pacific railway, except the Washington Central 
branch, has been ordered by the state railroad commis- 
sion. In a finding, in which it was held that the pres- 
ent rates were unreasonable, excessive and exorbitant, 
the commission directed the defendant road to put in 
effect rates that shall not exceed 8744 per cent of those 
charged by that road June 30, 1909. 

It is set forth in the opinion of the board that the 
defendant carrier is earning more than $1,000,000 an- 
nually on purely intrastate traffic in excess of a seven 
per cent dividend upon the full value of all the company’s 
property used in state transportation; that in the past 
five years there have been-large increases in the net 
returns of this road, the increase being given as from 
11.7 per cent to 18.5 per cent. In regard to the Great 
Northern railway, it is stated that the board finds diffi- 
culty in disposing of that line’s side of the case, because 
it is said that its earnings on exclusively intrastate busi- 
ness have been less than five-per cent on the value of 
the property used in that business. _ : 

No order has been entered with respect to the rates 
to be charged by the Oregon Railroad & Navigation com- 
pany, but it is pointed out that competitive reasons will 
probably force that line to equalize its rates with those 
on the Northern Pacific. It has been estimated that. on 
the latter line the loss in revenue, if the commission’s 
rates are adopted, will approximate $300,000. 


* 





Craffic World Changes 


R. M,. Arnold, chief of the tariff bureau of the Chi- 
cago, Indianapolis & Louisville railway, has resigned and 
his office has been abolished. 

A general notice sent out by the freight traffic de- 
partment of the Pennsylvania lines announces the follow- 
ing organization of the department: James P. Orr, assist- 
ant freight traffic manager, Pittsburg, Pa. has super- 
vision over the iron ore, coal and coke traffic of both 
the Pennsylvania company and the Panhandle; John J. 
Koch, general freight agent, Pittsburg, Pa., has charge 
of all freight traffic pertaining to the Pennsylvania com- 
pany (northwest system) excepting iron ore, coal and 
coke; M. S. Connelly, general freight agent, Pittsburgh, 
Pa., has charge of all freight traffic pertaining to the 
Pittsburgh, Cincinnati, Chicago & St- Louis railway 
(southwest system), excepting iron ore, coal and coke; 
U. G. Couffer, chief of the tariff bureau, Pittsburg, RBa., 
has charge of the compilation and publicanon of all 
freight tariffs, division sheets and percentages for both 
companies, and Edward E,. Wright, freight claim agent, 
Pittsburg, Pa., has charge of the investigation and ad- 
justment of claims for loss, overcharge, etc., for both 
lines. 

E. H. Hogueland, for several years associated with 
the traffic department of the Santa Fe lines in Kansas, 
has resigned from the service of that system to become 
assistant to John S. Dawson, attorney for the state rail- 
road commission of Kansagz. 


MORDEN FROG & CROSSING WORKS 


CHICAGO 


FROGS, 


SWITCHES, 


CROSSINGS, 


SWITCH STANDS, 


GUARD RAIL CLAMPS, 


MANGANESE STEEL 


FROGS AND CROSSINGS tric Bars, 


COMPROMISE JOINTS, 
RAIL BRACES, ETC. 





October 





4 MIN 
| TA 


OMA 
CE 








14 








October 2, 1909 


G.S. WOOD 


Railway 
Necessities 


High-Grade Rubber Goods, Fire Hose, Hose for 
all kinds of Pneumatic Tools, Gaskets, Reels, 
Nozzles, Fire Hose Carts, Rubber Cement, 
P. & W. Rubber Preservative, Rubber Boots, 
Leather-Soled Rubber Boots, Upholsterers’ 
Leather, Gimp, Leather Head Nails, Brass 
Nails, Leather and Silk Fringes, Cocoa and 
Rubber Matting, Carpets, Cab Cushions, Cab 
Curtains, Nut Locks of all patterns and sizes. 


1 handle only the very best. Satisfaction fully assured. 
Twenty-five years’ experience Is at your service. 


SG. Ss. WoopD 


Railway Supplies CHICAGO, ILLINOIS 








THE TRAFFIC BULLETIN. 375 


INDEX-DIGESTS 


th 
@ We have on hand a limited number of 
cross-reference subject index-digests to The 
Traffic Bulletin for 1908 and for the first six 
months of 1909, originally issued as supple- 
ments to The Bulletin. 


@ These present in concise form the traffic 
developments of those eighteen months. They 
are especially valuable for their digests of 
Interstate Commerce Commission decisions. 
The latest issue (Jan.-June, 1909), in addition 
to giving Traffic Bulletin references, gives the 
I. C. C. case number and page of report. This 
makes their use in connection with bound vol- 
umes of Interstate Commerce Commission 
Reports doubly valuable. 


@ If you need extra copies of these issues, bet- 
ter order now. The supply is very limited. 
@ Price: Twenty-five’cents:each, postpaid. 


ADDRESS 


THE TRAFFIC SERVICE BUREAU 


26 Jordan Building. 126 Market Street, 
= WASHINGTON, D. C. CHICAGO, ILL. 





DIRECTORY OF ATTORNEYS AND COUNSELORS AT LAW 
PRACTICING BEFORE THE INTERSTATE COMMERCE COMMISSION. 


J. SCOTT MATTHEWS, First National Bank 
bldg.; Interstate Commerce and State Regula- 
tion of Rates expert. Editor last edition 
“Hutchinson on Carriers.’’ Briefs written or 
hearings attended for other attorneys. 


CINCINNATI, OHIO. 
JONES & JAMES, Mercantile Library bldg.; 
practice before the Interstate Commerce Com- 
mission, ; 


MINNEAPOLIS, MINN. 
JAMES MANAHAN, Corn tint building; 
Interstate Commerce cases a specialty. 


OMAHA, NEB. 


CHARLES S. ELGUTTER, Bee bldg.; Federal 
and State Courts; Interstate Commerce Com- 
mission; Nebraska State Railway Commission. 


SAN FRANCISCO, CAL. 


SETH MANN, 250 Montgomery street; Inter- 
state Commerce cases. 


WASHINGTON, D. C. 


ARTHUR R. THOMPSON, Colorado building. 

CHAS. D. DRAYTON, Attorney and Coun- 
selor at Law, 801 Colorado building (formerly 
Attorney and Special Examiner for the Inter- 
state Commerce Commission). 
fore the Interstate Commerce Commission 
specialized. Consultations given and opinions 
rendered in an advisory capacity to other at- 
coreer®. 


JOHN B. DAISH, 602-6 Hibbs mara: Inter- 
state Commerce cases only. 


LECKIE, FULTON & COX, Colorado building. 


Practice be-- 
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Directory of Transfer Agents, Freight Forwarders, 
Warehousemen, Custom House Brokers, ete. 





BSINGHAMPTON, N. Y. 


MERCHANTS’ WAREHOUSE COM- 
PANY. Bto transfer and for- 
warding. The Quackenbush Company. 





BUFFALO, N. Y. 


ne STORAGE & CARTING 
co. 0-356 Seneca St. “Unsurpassed 
Savitities™ for storing, handling, trans- 
ferring and forwarding goods. Tele- 
phone No. 683. 





CAIRO, ILL. 


GLYNN’S STOR sae WAREHOUSE & 

TRANSFER LINE. Re-enforced con- 

a building, Transfer agent and 

ht forwarder. Freight in car- 

Pate or less distributed promptly. 
John P. Glynn, proprietor. 





CHICAGO, ILL. 


BELT LIND TRANSFER & STORAGH 
CO., warehouses located at 76th and 
Wallace Sts., on Belt Railway; office, 
4 Sherman 8t.; do a general storage 
and transfer ‘ siness;° issue nego- 


tiable warehouse receipts, good at 
any bank. 
DOWNING, JUDAB & CO., First Na- 


tional Bank Bldg., Tel. Y Gamane 4768 
and 4769. Import and export freight 
forwarders, with offices in all paris 
of the world. Custom house brokers 
and attorneys. Marine insurance and 
general distributors. 


INTERNATIONAL FORWARDING 
CO., Manhattan Bldg., 315 Dearborn 
St. Export shipments to China and 
Japan ports and Manila at special 
rates. Carloads forwarded to those 
ports at frequent intervals. Write for 
particulars. 


JUDSON FREIGHT FORWARDING 
= INC., 443 Marquette Bldg. Car- 
oad distribution to all railroads at 
Teeene without teams; L, C. L. ship- 
ments of machinery forwarded at re- 
duced rates to all principal western 
and Pacific Coast points. 


MIDLAND WAREHOUSE & TRANS- 
FER CO., 43d and Robey Sts. Belt 
line warehousing and cemeee with- 
out teams. Carloads aaa 4 rail or 
lake and reshipped rail, Cc. L., at 
Chicago rates. Insurance San 29c. 


POST-AMERICAN FORWARDING CoO., 
188 Madison St. General storage, for- 
warding and distributing. Machinery, 
new furniture and other commodities 
assembled and forwarded at reduced 
rates to the principal cities throu 
out the West. Warehouses at 
cago and Chicago Heights. 


G. W. SHELDON & CO., Monadnock 
Rlock. Import and export freight 
contractors, warehousemen and insur- 
ance agents; custom house brokers 
and custom house attorneys. 





DALLAS, TEX. 


W. M. Sw ARDS. JR., - Austin St. 
forwarding 


General transfer and 
agent; reshipping; storage, warehouse. 
Carloads 


or less consigned to our 


care will be delivered Seemuptiy. 


DENVER, COLO. 


DENVER STORAGE WAREHOUSE 
CO., 1621-31 2uth St. Merchandise 
stored and forwarded. Insurance at 
special rates. Consignments solicited. 





DETROIT, MICH, 


B. FERGUSON CO., LTD., foot of 
Fourth St. Authorized cartage agents 
for the MICHIGAN CENTRAL R. R. 
CO. General cartage. and forward- 
ing. Special attention to carload dis- 
tribution. 


H. J. READING TRUCK CO., 57 E. 
Woodbridge St. Authorized cartage 
agents for the Wabash and Canadian 
Pacific railways and for the Anchor 
Line steamers. Special attention given 
to distribution of carload freight for 
two or more parties. Merchandise 
delivered as ordered. 





ELMIRA, N, Y. 
ELMIRA STORAGE & SUPPLY CO. 
General _stora transferring and 
forwarding. arehouses accessible 
to all railroads. Prompt service. 





KANSAS CITY, MO. 
K. & M. STORAGH Co. Ninth and 

Santa Fe Sts 

Track canmmetion with all roads en- 
tering city. 

= seaeed, distributed and re- 
8 

Track capacity, eight cars a day. 

Low Beans prompt, eatiotactery 


service. 
Bonded in accordance with state laws, 


TERMINAL WAREHOUSE CoO., 24th 
and Broadway, on Kansas City Beit 
Railway. 

Reinforced concrete building. 

Carloads stored, distributed and re- 
shipped. 

Abaslute safety in storing. 

Prompt and careful service in dis- 
tributing and reshipping. 

Insurance, 25c per $100 per annum. 





LITTLE ROCK, ARK. , 
oe as WAREHOUSE CoO., 501 


st Storage, forwarding and 


transferring. Merchandise, 
tural implements, furniture stored 
and shipped. Our own tracks. Ac- 
cessible location. Low insurance. Is- 
= a receipts, good at all 


agricul- 





LOS ANGELES, CAL. 


LOS ANGELES TRANSFER CoO., 751- 
753 #S. Spring St. Baggage and 
freight distribution; consignments “ 
a our specialty. Established 





LOUISVILLE, KY. 

LOUISVILLE PUBLIC a gpa yoien sr en 
COMPANY, INC. Import and export 
en contractors. a and re- 

ping agen custom house brok- 
free warehouses. 


ers. Bonded and 








MINNEAPOLIS, MINN. 


SECURITY WAREHOUSE CO., North 
First St. Receivers and distributors 
of all kinds of freight for the North- 
west. Twelve sivruge warehouses. 

est warehousemen and forward- 
ers west of Chicago. Write us. We 
can ‘save you time and ‘an a in sup- 
vying your trade in the Northwest. 





NEW ORLEANS, LA. 


CRESCENT FORWARDING @& 
TRANSPORTATION Con LTD., 1225 
Tchoupitoulas St. Transfer agents fo for 
Til. Cent. R. R., Y. 

M . & a” s. Moon La. Be 

: R. R. Trans- 

fer agents and freight forwarders; 

collective cars solicited for distribu- 
tion and reshipment. 


ST. LOUIS, MO. 


BONDED EXPRESS & TRANSFER 
Co. Distributors of bulk shipments, 
oe “ or.less. Consignments s0- 
cited. 


FIDELITY TRANSFER CO. Distrib- 
utors of bulk shipments, carloads or 
less. Consignments solicited. 





SALT LAKE CITY, UTAH. 


A. STIEFEL PIONEER TRANSFER, 
615 Tribune Blidg. General] transfer 
and distributing agents. Carload dis- 
tribution our specialty. Reliable and 
\prompt. Established 1872. 





SAVANNAH, GA. 


SAVANNAH WAREHOUSING CO. 
Wholesale distributors and manufac- 
turers’ agents. Modern brick ware- 
house and unexcelled transportation 
facilities. We make a specialty of 
representing manufacturers carrying 
goods at Savannah for supplying 
southern trade. Prompt attention 
given carload shipments . distribu- 
tion. Drayage. 





SCRANTON, PA. 


MERCHANTS’ WAREHOUSE CO. 
Commercial storage. transfer and for- 
warding; railroad sidings. The Quack- 
enbush Co., proprietors. 





SEATTLE, WASH. 


TRANS-CONTINENTAL FREIGHT CO. 
305 Main St., Seattle; also New 
York, Chicago, San Francisco, Los 
Angeles, General forwarding and 
distributing, storage and trucking; 
warehouses with track connections. 





WILKESBARRE, PA. 


WAREHOUSE CU. 
forwarding. 
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